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*assenger Fare Concessions 

HE return of the holiday season is engendering the 

usual complaints of high passenge: British 
Railways, and suggestions from those not responsible for 
raising railway revenue (including, in last week’s issue ol 
The Railway Revue, Mr. S. D. Hoskins, a senior official 
of the National Union of Railwaymen) that lower standard 
fares and more cheap ticket and similar concessions would 
increase passenger revenue. The only evidence for this 
view, however convincing general observations as to half- 
filled trains, and so on, may seem to be, is that the 
Railway Executive is gradually, if cautiously, extending 
cheap ticket facilities, with delegation of responsibility to 
Regions to meet local needs. Against any considerable 
reduction in British Railways’ fares is the evidence of the 
British Transport Commission Passenger Charges Scheme, 
1951, to which we referred in our April 20 issue. In a 
statement published with the Scheme, the Chairman of 
the B.T.C., Lord Hurcomb, considers there are no grounds 
for assuming any improvement in railway passenger re- 
ceipts, even if fares were lowered. Accordingly, although 
the B.T.C. seeks no increase in ordinary fares, which in 
1950 yielded only 12 per cent. of total passenger receipts, 
it asks for power to raise monthly return tickets some 
10 per cent.: the latter category is the basis of holiday 
traffic, and produced about one-third of total passenger 
revenue last year. This scepticism as to the efficacy of 
lowering fares for “ ordinary” and holiday travel—quite 
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apart from the question of season tickets, which are to be 
raised—is justified by the latest available statistics, some 
of which are reproduced in this issue; despite the extension 
of cheap ticket facilities during the past year, with a rise 
of 26 per cent. over 1950 in passenger-journeys in this 
category in February, cheap ticket receipts during that 
month rose only 19 per cent., while total receipts fell 
slightly. The many critics of inadequate cheap ticket con- 
cessions, as Mr. David Blee, the Member of the Railway 
Executive responsible for commercial matters, has pointed 
out, fail to take into consideration the principle of uni- 
formity in the granting of concessions, as well as high 
operating costs, return workings, and other factors in the 
complex process of fare fixing. The B.T.C., moreover, has 
had to be realistic; in seeking higher monthly return fares 
it has borne in mind the seasonal inability of road pas- 
senger undertakings to accept further peak period holiday 
traffic. How long, however, this seasonal excess of de- 
mand over the supply of transport will endure, is 
debatable. 


Loss by C.1.E. Last Year 
A! the Labour Court in Dublin, during an investigation 
of the wage claims of 3,450 men employed in the 
rail and road engineering shops of Coras lompair Eireann, 
Mr. M. J. Hayes, Staff Relations Officer, C.1.E., reported 
that the undertaking had lost about £1,600,000 in the past 
year ended March 25 last. The claims would cost them 
£185,000 in a fuli year. Almost all of them amounted to 
4d. an hour, to bring the rates up to 3s. 7d. Mr. Hayes 
said that the trade unions seemed to have the idea that 
C.1.E. could continue indefinitely with subsidies from the 
State. The wages bill was much higher than it ought to 
be: it had risen from £5,576,000 in 1947, tor 22,043 em- 
ployees. to £6,903,000 last year, for 20.871 employees. “It 
there is to be a rising impost of wages placed on the board, 
economies must result,” declared Mr. Hayes, who added, 
“Increases in fares and charges would appear to be in- 
evitable.” The findings of the Court will be announced. 


Joint Engineering Conference in London 
HE interdependence of all branches of engineering. and 
the close working arrangements now existing between 
members of the three major engineering institutions in 
Great Britain, will be emphasised at a joint conference to 
be held in London next month. The inception of this 
conference, further details of which are given in other 
pages this week, was stimulated by the Festival of Britain 
project and will be influenced by its objective of recording 
the contributions to the advancement of civilisation made 
by British engineers and scientists in the past hundred 
years. Papers to be read will cover a wide field, including 
all forms of transport, and they are to be presented in 
abstract so that the major po:lion of each session can 
be devoted to a discussion of the subjects under review. 
Railway mechanica! engineering will be dealt with in a 
contribution by Mr. R. A. Riddles, and the subject of 
permanent way developments in Great Britain will be 
covered by Lt.-Colonel H. B. Everard. Mr. C. M. Cock will 
read a paper covering electric traction and signalling matters, 
while underground railway planning and _ construction 
will be described by Mr. D. Anderson, and Mr. J. S. Camp- 
The programme will also 
include a number of social functions and visits to works. 


Labour Relations on U.S.A. Railways 

HE great differences between British and American 

railways as regards labour relationships and negotiat- 
ing machinery are shown by Mr. C. E. R. Sherrington, 
Director of the B.T.C. Research Information Division, in 
an article in the current issue of the British Transport 
Review.* Although the number of railway employees is 
1,200,000, or only twice that of British Railways, there 
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are 120 Class | railways (those earning at least $1,000,000 
a year) and over 20 labour organisations, roughly divided 
between operating and non-operating staffs; there is no 
“closed shop.” The Railway Labor Executives’ Associa- 
tion, founded some 20 years ago to co-ordinate the efforts 
of the unions in matters of mutual concern, embraces 80 
per cent. of all railwaymen in the various organisations; a 
similar body might be helpful in this country, where the 
conflicting claims of only three railway unions have com- 
plicated labour disputes. It does not seem that the some- 
what elaborate legislation and negotiating procedure out- 
lined by Mr. Sherrington have been very successful in pre- 
venting strikes. Against this, rises in living costs have been 
spectacular in recent years; also, the dramatic nature 
of Government emergency control during strikes may give 
an exaggerated impression of the seriousness of the situa- 
tion. Despite recent unrest, it is clear from the per- 
formance and increasing efficiency of U.S.A. railways that 
there is very little wrong with the morale of American 
railwaymen. 


Irish Railway Orders for Continent ? 


HE possibility of orders for railway equipment being 

placed on the Continent by Coras lompair Eireann (the 
Irish Transport Company) has resulted from a recent 
visit to France by Mr. T. C. Courtney, Chairman, Mr. J 
O'Farrell, Director, Mr. O. V. Bulleid, Chief Mechanical 
Engineer, and Mr. D. Herlihy. Chief Engineer The 
primary objective of the visit was to study French railway 
methods with special reference to railcars, and also to 
ascertain whether France could sell railears at prices com 
parable to those of British products, and, if so, whether 
the French cars could be delivered speedily. Since the 
visit, Mr. George Howden, the General Manager of C.1.1 
is reported as having said that the French cars which had 
been inspected were up to the British standard, but although 
full details of cost were not yet available it looked as 
though they would be more expensive. He added that 
C.LE. would also explore the possibility of making pur- 
chases in Germany and Italy. Mr. Courtney has let it be 
known that, apart from railcars, the Irish delegation in 
vestigated French methods of manufacturing, mainiaining 
the permanent way, and engineering practices in general. 
Mr. Bulleid is reported to have gone on from Paris to 
Switzerland to study Swiss methods of railway carriage 
and wagon construction. 


Overseas Railway Traffics 
S a result of a £865,000 advance in working expenses 
during March, a £759,000 improvement in Canadian 
Pacific gross earnings was offset by £106,000, and net 
earnings for the month fell from £1,088,000 for 1950 to 
£982,000. Gross earnings for March were £11,502.000 and 
working expenses amounted to £10,520,000.  On_ the 
aggregate C.P.R. gross earnings for the current 13 weeks 
are up by £5,010,000 at £32,736,000 and net earnings 
are £2,025,000 as compared with £454,000 for the equiva- 
lent period of 1950. During the fortnight ended May 4. 
Antofagasta (Chili) and Bolivia Railway traffics rose by 
£103,710 to £250,580 and had made an aggregate improve- 
ment of £731,170 at £1,872,240. There was a substantial 
decline in International Railways of Central America oper- 
ating revenues for March, as a result of which total operat- 
ing revenues for the current 13 weeks have fallen below 
those for the same period last year. Operating revenues 
for March were down by $106,082 at $1,204,306, and on 
the aggregate are $25,546 lower at $3,753,109 


British Transport Commission Statistics 

ESPITE the passenger train cancellations to save coal, 

British Railways total passenger journeys during 
February, 1951, were only 0.6 per cent. down on last 
year, with rises of 26 per cent. in excursion and other 
cheap ticket journeys (largely because of the additional 
facilities provided), and of 43 per cent. in full fare jour- 
neys, with a 37 per cent. fall in monthly return fare book- 
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ings. During the roughly corresponding statistical Perio, 
2 (January 29-February 25), passenger train-miles wer 
72 per cent. down on 1950; during Period 3 (to Marc! 
25), they were 9°2 per cent. down. The total tonnage o 
British Railways freight traffic for Period 3 was 2:2 pe 
cent, below that of last year, with decreases of 3°6 anc 
45 per cent, in merchandise and mineral traffic respec 
tively—which may have been slightly affected by the in 
cidence of Easter. Total freight train-miles also wer 
down 2:2 per cent. on Period 3 of 1950. Total ton-mile 
were one per cent. up, with a 5:2 per cent. increase fo 
coal, and decreases of 2:3 and 2:6 per cent. respectivel 
for merchandise and minerals. Total wagon-miles de 
creased by 3-9 per cent. compared with 1950; loade 
wagon-miles fell by 2°9 per cent., with a rise of 2°8 pe 
cent. for coal, and decreases of 4:9 and 6 per cent. to 
merchandise and livestock, and for minerals respectively 


Where Passenger Traffic Loses 
[! is fashionable in the United States to attack streamline 
passenger train enterprise on the ground that hig! 
freight rates are being used to meet mounting passengei 
tratlic deficits A recent editorial in the Railway Ag 
exposed the falsity of this claim and pointed out that ths 
arbitrary basis on which the Interstate Commerce Commis 
sion apportions working costs, as between freight and pas 
senger traflic, results in much of this deficit being mor 
apparent than real. In 1949, for example, the Santa Fe 
which operates a number of high-speed streamline services 
was shown te have lost $30 million in passenger operation 
when actually its revenue from passenger service had ex 
ceeded out-ol-pocket costs by $23 million. A real cause o 
passenger working, amounting in 1949 to nearly) 
two-thirds of the deficit figures published, is the “ head 
end” traffic which American railways are compelled to 
carry in passenger trains—mail, “ express,” baggage, milk 
and so on—at rates which cannot compensate the railways 
for the work involved) Some 60 per cent. of the 1949 
deficit was attributable to this cause, and this has increase« 
since the Federal Government diverted an amount of tratfic 
from “express” ito the mails by a generous increase in 
the permissible size and weight of parcels. 


deficit 


U.S.A. Streamliner Success 


YEAR ago the Wabash Railroad introduced a new 

“ Blue Bird” streamline train with diesel haulage 
between Chicago and St. Louis. There are three competing 
routes between these cities. Hitherto, the other competitors. 
with five day streamline trains in each direction—routes wel 
adapted to high speed and each serving a number of inter- 
mediate cities—carried the bulk of the traffic. The Wabash, 
losing by its circuitous entry to St. Louis, and with Decatur 
as its only important intermediate stop, nevertheless gains 
an advantage in being able to stop its trains at Delmar 
Boulevard, adjacent to the residential areas of St. Louis. 
Once clear of St. Louis the “ Blue Bird” runs the 270°8 
miles to Englewood outside Chicago in 258 min. The new 
train, which makes the return journey of 571-4 miles daily, 
was re-equipped from February 26, 1950, with new stock, 
including a 2,000-b.h.p. diesel-electric locomotive, which 
has permitted a reduction in fuel cost on the run by 51 
per cent. and in locomotive repair cost by 47 per cent 
New patronage has been traced to the introduction of the 
new stock and the combined earnings of the three trains 
in each direction daily have increased by 17 per cent. at a 
time when passenger revenues in general in the Mid-West 
have been on the decline. 


Preventing Rail Corrosion 
HERE are certain atmospheric conditions in which the 
life of steel rails is likely to be shortened more by 
corrosion than by wear. Apart from loss of cross-section, 
and thereby of strength, corrosion pitting is liable to form 
the starting place of cracks which may result in premature 
failure of the rail. Such conditions are worst in tunnels, 
especially those in which sulphur from steam locomotive 
exhaust combines with damp to encourage a weak sulphuric 
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acid attack, and also in coastal areas. Recently the Great 
Northern Railway, U.S.A., which has a considerable mileage 
f line bordering the Pacific seaboard, has put in service 
nobile equipment for applying anti-corrosion treatment to 
rails. An old motor car has been adapted to carry two 
xy-acetylene flame-cleaning heads, which simultaneously 
clean both sides of both rails of all mill-scale and rust as 
the car is hand-propelled forward; men follow to brush 
.way the loosened material; the final operation is that of 
praying both rails by means of paint guns carried on a 
rolley, with a corrosion-resisting compound that is claimed 
o have high adhesive qualities and to resist cracking, 
shipping, and peeling. The gang has treated an average 
of 3,430 ft. of single track a day, at an average cost of 
5700 a mile. 


Diesel Railcar Economy 

N interesting passenger train innovation in the United 
4 States attracting much attention is the new Budd 
“RDC” type diesel railcar, with hydraulic transmission. 
Absence of an electrical transmission makes both for an 
nexpensive unit and also for maximum revenue space, 
is the power plant is placed beneath the floor, enabling the 
S35 ft. car to seat 89 passengers in comfort. The rate of 
icceleration is high, and with a cruising speed of 70 m.p.h 
cars can be worked to fast schedules. As they can be oper- 
ited with a crew of two only—driver and conductor 
coupled with low fuel cost, these are exceptionally econo- 
mical to run by American standards. In the first six 
months operation by the Boston & Albany subsidiary of the 
New York Central system of two of these railcars between 
Boston, Worcester, and Springfield, passenger traffic has 
increased by 40 per ceni., some taken over from other 
trains but much trom competing bus lines. The two cars 
have been running 800 miles between them at a total fuel 
cost of $15 daily. Operation has cost 57:8 cents a mile, 


Saddle Tank Engines for Steelworks 


TRHREE saddle tank shunting locomotives tor the Steel 

Company of Wales Limited have recently been com- 
pleted by W. G. Bagnall Limited. These engines, which are 
described and illustrated elsewhere in this issue, will be 
required to haul seven ladle cars of 65 tons gross weight 
each up an incline of | in 100 in the steelworks at Margam, 
and they have been designed to provide maximum avail- 
ability. The frame plates are 1} in. thick, suitably stayed, 
and the buffer beams are 3 in. thick and extend to within 
5 in. of rail level. One feature of the design is the provi- 
sion of single, double-row, self-aligning roller bearing axle- 
boxes, the coupling rods, connecting rods, and eccentric rod 
big ends also being fitted with similar roller bearings. Man- 
ganese-steel liners are fitted to the cast-steel axleboxes and 
axlebox guides. Outside cylinders are fitted, and steam dis 
tribution is effected by Walschaerts valve gear. 


Summer Train Services, Southern Region 

HERE are no changes of note in the Southern Region 
Summer timetables, which will operate from June 

18, but some minor improvements will be effected. Three 
of the afternoon and evening expresses from Waterloo 
to the Bournemouth line are to be accelerated, the 3.20 
p.m. by 6 min., the 4.35 p.m. (* Royal Wessex *’) by 8 min.. 
and the 6.30 p.m. by 10 min.: to Bournemouth Central 
the two former will take 2 hr. 20 min., and the last- 
mentioned 2 hr. 11 min. In the reverse direction the 
“ Royal Wessex ” (8.40 a.m. from Bournemouth Central) 
is to be accelerated to reach Waterloo at 10.50 a.m., and 
will be the only train of the day to make the journey 
in 130 min. inclusive of two stops (Southampton Central 
and Winchester), The 12.40 p.m. from Bournemouth 
Central is to be accelerated 7 min., and the 2.38 and 
6.37 p.m. by 5 min. each, bringing their times to Waterloo 
down to 129, 134, and 135 min. respectively. An interest- 
ing development on Saturdays is that the 9.17 and 10.38 
a.m. from Waterloo to Swanage this year are to avoid 
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Bournemouth by taking the Ringwood route, and similarly 
with the 11.34 a.m. and 1.33 p.m. from Swanage. A 
curious but customary feature of the summer service is 
five non-stop trains on Saturdays from Bournemouth 
Central to Waterloo, but none in the reverse direction. 

On the West of England main line a relief is to run 
at 10.15 a.m. on Mondays, Fridays, and Saturdays to the 
10.30 a.m. from Exeter Central to Waterloo; on Mondays 
and Fridays this will call at Templecombe and Salisbury 
only, and the through Torrington and Ilfracombe sections 
of the 10.30 a.m. will reach Waterloo 33 min. earlier, at 
1.37 p.m. The 10.30 a.m. will call additionally at Woking, 
and arrive 5 min. later, at 2.15 p.m. A 2 min. acceleration 
of the first section of the “ Atlantic Coast Express ” will 
introduce an 88 min. booking over the 83-8 miles from 
Salisbury to Waterloo (57-1 m.p.h.), the fastest since the 
war between these points. 

On the Central Section, certain gaps in the regular 
interval services between Victoria and the South Coast. 
which have persisted since the war, are now to be filled 
up: these include the 60 min. non-stop | p.m. and 9 p.m. 
trains from Victoria to Brighton and the 12.25 and 10.25 
p.m. from Brighton to Victoria throughout the week; the 
2.18 p.m. from Victoria to Bognor Regis and the 5.55 p.m 
in the opposite direction; the 7.36 p.m. from Eastbourne 
to Victoria and the 12 midnight from Victoria to Brighton 
and also to Eastbourne and Hastings, dividing at Haywards 
Heath. On the Eastern Section, the “ Thanet Belle ~ 
renamed the “ Kentish Belle ”, from Mondays to Fridays 
is to convey through Pullman cars for Canterbury, and 
will call additionally at Faversham to detach and attach 
this portion: leaving Victoria at 11.30 a.m., Canterbury 
passengers will reach that city at 1.6 p.m.; they will return 
at 5.30 p.m., and be due in London at 7.5 p.m. 

There is to be a lavish provision of through trains on 
Friday nights and Saturdays between the North and Mid- 
lands and the coast resorts of Kent, Sussex, and Hamp- 
shire. Saturday additional to those of last 
summer will be the 6.5 a.m. from Birmingham (Snow 
Hill) to Bournemouth, the 9.5 a.m. from Birmingham to 
Portsmouth, the 12.55 a.m. Leicester Central to Margate. 
the 9.42 p.m. (Friday nights) from Newcastle to Bourne- 
mouth. and corresponding return trains. 


services 


A Tribute to the Technical Press 

HE circulations of trade and technical publications have 
to be based on the general interest of their readers 
and on the earnest search for greater knowledge and im- 
proved and more profitable techniques. In recent years 
there has been a very considerable development in the 
responsibility and standing of the technical press of this 
country. A number of publications, such as this journal. 
have long enjoyed a world-wide circulation and reputation 
Others, more restricted in their sphere of circulation and 
influence, nevertheless have obtained a very high standing 

among those to whom the appeal is made. 

A recent issue of Business Ahead, a survey of market 
conditions, resources, and influence published by Saward 
Baker & Co. Ltd., deals at some length with the develop- 
ment, functions and merits of the British trade and tech- 
nical press, more particularly from the viewpoint of the 
advertiser. The survey is of greater interest because the 
firm producing it enjoys a high reputation as a practical 
advertising agency of wide experience and because of this 
is able to form a balanced judgment of the respective and 
often divergent values of the many advertising media now 
available. 

The survey finds that in no field of British journalistic 
production has there been so great a change in recent years 
as in that of the technical journal. About two decades 
ago, Britain, one of the greatest industrial nations of the 
world, if not the greatest in almost every field of industrial 
endeavour, lagged behind in the level of her technical 
journals. So great has been the transformation that where 
we then followed far behind many of our American and 
Continental contemporaries, we now lead by a distance 
far greater than that by which we previously lagged. What 








548 


this change has meant to Britain's industrial prestige in 
the past, and what it means to-day and must mean in the 
future is beyond estimate. 

It is now the order rather than the exception for the 
British technical press to be studied assiduously by its 
foreign rivals and it is gratifying to note the frequency 
with which whole pages of highly technical editorial matter 
are bodily lifted. ‘“ What this great change means 1n terms 
of increased trade is hard to estimate, indeed hard to 
over-estimate. The high level of the editorial contents 
together with the quality of production and the high 
standard of advertising—technical advertising which very 
often, incidentally, is unequalled abroad—are doing much 
to build and sustain the prestige of British industrial pro- 
gress the world over. It is nothing short of fact that the 
growth of British world export, based on_ technical 
superiority, owes much to the changed attitude of the over- 
seas buyer to British technical skill which, in turn, is largely 
due to the enviable standard of her technical journals,” 
it is stated, 

In seeking to trace the reasons for the change, it Is 
held that much is due to a major change in the outlook of 
those who contro] the technical press. A reputable editor 
will no longer be content to “ lift * from overseas journals 
or to reprint technical papers long after they have been 
delivered at meetings of learned societies. The speed of 
the daily paper is now the standard, and there is keen 
and healthy rivalry among the editors to be the first with 
the news. In keeping an expert eye on all events affecting 
the industry. these editors are always prepared to com- 
mission costly theses of original and informed material o1 
even bring from abroad the man who has the information 
The editorial staffs must be capable of discerning reliable 
and original technical information and of keeping in close 
touch with all new development within the industries 
concerned. It is because they do their job so effectively 
that many British technical journals are now highly valued, 
both at home and abroad, for their original research 
material—photostat copies of which are in regular demand 
by industrialists and thei staffs. This itself is 
a clear reflection of a journal's reputation and importance 

From the author’s point of view, if he has information 
to give, he would rather give it to a journal to-day for 
instant publication to a world-wide readership than wait 
until the opportunity may arise of presenting a paper, 
to be discussed and eventually reprinted. The writer ot 
standing will only entrust his findings to a journal whose 
status within the industry 
reputation 


research 


is such as will enhance his own 


Financial Recovery of U.S.A. Railways 
N our April 20 issue we directed attention to the remark- 
able financial recovery of the U.S.A. railways in Janu- 
ury. A number of sporadic strikes among some grades of 
operating employees early in February retarded progress, 
but the table below shows that results were better than 
they were in the previous year, when labour troubles were 
prevalent in the coal-mining, motor-manufacturing and 
other basic industries. 


February February Percentage 
1951 1950 ncrease 
(Millions) 
$ 
Operating revenues 716 585 22 
Operating expenses 610 501 21 
Taxes . : ; 7\ 56 28 
Net railway operating income (earnings 
before charges) : 18-9 14-7 28 


he disturbed conditions in February hit the eastern 
railways hard. The operating ratio of the Pennsylvania 
rose to 103 per cent., and left the system with a deficit 
of $7:7 million, which wiped out its net railway operating 
income for January. In the two months the Pennsylvania 
spent $40 million on maintenance of equipment, nearly 
13 per cent. of the total expenditure of all U.S.A. railways 
under that head. The New York Central working ex- 
penses were high also and it finished February with a 
deficit of $8 million. The railways in the Western Dis- 
trict did better. Keeping its operating ratio down to 78 
per cent., the Santa Fe brought its operating income for 
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January and February to $98 million. The Souther: 
Pacific held second place with a return of over $7 million 
The freight revenue of these two Western lines is increasin; 
by leaps and bounds. Their passenger revenues, howeve: 
are less than the amount of the Federal and State taxe 
which are imposed on their properties. 

For January and February, the U.S.A. railways estimate 
their net income, after charges, at $53 million, compare: 
with $5 for the first two months of 1950. Provided that th 
operating ratio of the whole system can be held dow 
to a reasonable level, say 85 per cent., prospects are favoui 
able. In the first quarter of 1951, wagon loadings wer 
16 per cent. over 1950 and 6 per cent. over 1949. Durin 
the second quarter, they are expected to exceed last year 
loadings by 6°5 per cent. 

In March the railways were short of 20,000 wagon 
every day towards the end of the month. Steps have bee 
taken to make effective use of the existing wagon stoc 
and the number of serviceable wagons in traffic is increa 
ing month by month. The monthly output of new wagon 
is budgeted to reach 10,000 in June. If that goal is reached 
the railways should be able to cope with any large volume 
of trathe which may originate later in the year. 


The Fire at Beattock 


HE fire which broke out and spread with alarminy 

suddenness in a main line train near Beattock Summ 
on June 8, 1950, and led to the loss of five lives, naturally 
gave rise to some public concern, coming comparatively 
soon after the serious fire at the Penmanshiel tunnel on 
June 23, 1949. Colonel R. J. Walker, who inquired int 
both, had to investigate the matter with special care and 
hear much evidence as well as the opinions of medical and 
other experts. His report is necessarily lengthy, but else 
Where in this issue we publish a summary which contains 
his main recommendations and suggestions. 

Fire anywhere is highly dangerous, but particularly whe 
it occurs in the confined space of a railway carriage which 
may be moving rapidly and where there is almost always 
plenty of draught to fan the flames. It is also frightening 
and can lead easily to hasty or ill-considered actions, if not 
panic, more readily than other types of railway accident 
Heat and fumes can overcome persons surprisingly quickly 
at such times. Much depends on the ability to act swiftly 
yet calmly, and on the provision of adequate means of 
escape and of bringing the fire under control or isolating it 
at least sufficiently to eliminate risk of death and serious 
injury 

Fires in trains are not frequent, but the risk is ever 
present and if one breaks out there is generally every chance 
of most serious results. At both Penmanshiel and Beattock 
the vehicles were enveloped in a few moments, and even if 
the train crews—which in both instances acted with credit 
able promptness—had had several extinguishers immedi- 
ately at hand they could have exerted no appreciable 
influence on the course of events. The rapid spread of the 
flames at Penmanshiel was found to be due to the use of 
a certain type of lacquer in the finishing of the vehicles, 
and energetic measures were at once taken to find all othe: 
vehicles similarly treated and remove it. This process is 
being continued as rapidly as possible. 

The fire at Beattock was in a different category and 
presented unusual features. It did not originate in the 
compartment where the deaths occurred. The unfortunate 
passengers were found lifeless in restful attitudes and 
showed no sign of having struggled or attempted to escape. 
Two had not been in the compartment a few moments 
before, and one of those was not even in the same coach. 
The fire had started two compartments away, in one which 
had been unoccupied for some time and was closed 
up. It had been set going by a careless smoker, whose 
lighted match or cigarette end had ignited rubbish at the 
back of a seat. The smouldering and burning slowly built 
up an explosive mixture which, when a window gave way 
from the heat, was set in action, and the blast killed the five 
victims instantly, who, doubtless knew nothing of their 
end. As mentioned, the situation was handled at once 
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initiative and energy, and high praise is given in the 


W 
report to all concerned 

lonel Walker debates the question of the general design 
of :olling stock, with the aim of avoiding fires of any type 
in ‘uture and providing better facilities for emergency 
escope should one break out. Examination of coaches 
sinvilar to those destroyed at Beattock showed that rubbish 
could accumulate behind the heaters in a position where 
it was difficult to clean effectively. Colonel Walker con- 
siders that the best way of dealing with this situation would 
be to make the seats removable. Disadvantages would be 
outweighed by the ability to clean thoroughly behind the 
S It has been decided already to apply asbestos board- 
ing where the floor meets the wooden partition, with wire 

sh grille to limit the rubbish that can enter below the 
scuting. If the seats are not removable this would not, 
Colonel Walker believes, be sutlicient, and would have the 
scr lous disadvantage that dust could collect where it could 

be reached at all. If there are no heaters, or they are 


placed that there are no cleaning difficulties. the seats 
ed not be removable 


yn the general construction of vehicles. his report stresses 


it present-day designs are the outcome of years of experi 
ce and should not be hastily criticised. Further, it is wiset 
ivoid radical changes, or too ready adoption of the latest 


ethods used elsewhere, until they have proved themselves 
yond possibility of doubt. It also emphasises that to 
scuss all the arguments for and against the main forms 

vehicle would be lengthy and anything short of that 
isleading. The principal point dwelt on is therefore tha 


iON as wooden interiors continue to be used in coaches 
‘re Must remain some possibility of fire, certain 10 
egligible. 
Had certain points been foreseen originally it is probable 
lat this fire would not have occurred As regards the 
se of certain kinds of materials such as lacquers, it is now 
zreed that this has involved mistakes, and steps are being 
ken accordingly. Colonel Walker thinks it is important 
» consider whether means of emergency exit are adeqt e 
new standard designs they can be so regarded. as far as 
e corridor itself is concerned, but the only way out o 
mMpartment if passengers are caught in it 1s through the 
ntilator over the window, unless the window ca ye 
oken, when there is risk of injury trom jagged glass. It 
not easy, without affecting amenities and comfort dis 
yoportionately, to suggest a practical remedy, as man 
ictors bear on the problem. The report suggests that some 
ompromise between British and Continental methods 
ught be feasible in the form of a lower part to a window 


nade to be fully lowered or discarded in emergency only 
It is recommended that the Railway Executive shou 


escaping In 


the whole matter of providing more means of 


from compartments of coaches with wooden 





erious need 


yx other inflammable interiors Sleeping cars present 
sreater difliculties as there is more inflammable material 
in them than in other vehicles. With a blocked corridor 
there is no escape except by breaking a window, and with 


one end of a corridor blocked there ts grave risk of passen- 
gers being caught and overcome while endeavouring to 
reach the other. It is Colone! Walker's opinion that such 
cars, but especially the third-class, which can carry up to 


28 passengers, are not sufficiently provided with means of 
exit and that this should be rectified in new building by 
providing an intermediate door in the corridor 
means of lowering windows in emergency. He recommends 
also that all corridor vehicles carry an extinguisher and 
steps be taken to institute regular fire fighting procedure, 
so that every member of a train crew will know what he ts 
expected to do in an outbreak. 

These recommendations will be duly considered by those 
responsible and, whatever view may be taken of them, it 
will not be denied that a fire in a train is extremely grave, 
easily leading to calamitous consequences. Nor can one 
dispute Colonel Walker's observation that all reasonable 
steps to remove risk of fire should be taken or. where 
it is impossible to do that completely, to ensure that the 
effects of a fire shall be mitigated to the maximum practic- 
able extent, without giving undue weight to the expense 
involved. 


and some 
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South African Railways & Harbours 

T HE report for the year ended March 31, 1950, of the 
South 


African Railways & Harbours which we have 


received from Mr. W. Heckroodt, the General Manager, 
reveals further records in the volume of trattic handled. 


notably 58,671,684 tons of goods carried—a figure presum- 


ably including livestock as the figure given for goods 
and coal is 57,941,315 tons—as compared with 55,322,965 
lo the previous year; 255,775,851 (against 254,454,741) 


passenger journeys: 4,946,619 (4,783,184) t 
in terms of short vehicles; and 107,430,875 
train- 

The 
goods carried, and 
developn ent Coal 


notable 


ruck loadings 
(104,482,681) 
and engine-miles 

increased tonnage was spread over a!l classes of 
due to rapid industrial 
Manganese exploitation 
quantity of the latter 
cent. over the 1948-49 figure 
suburban trathic 
irried on the Reet 


Was largely 


and was 
and the 
107 per 


Increase 1n 


especially carried 


by rail increased by 
The phenomenal 


continued, the numbe 


passengel 
ol 


Passengers 
2 t 
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tlone being 107,231,409, a figure per cent. greater 
than that recorded 15 years earlier. 

In addition to the increased traffics, the general rise 
n tariffs and charges of about per cent., dating from 
April 1, 1949, further improved revenues trom all main 
services except harbours, which showed a decrease of 
t633.166 Despite a continuation of the — intensive 
economy campaign, Working expenses suffered a serious 
se due to enhanced prices of materials, maintenance and 
operating costs. Consequently, the net result of the final 
working of all services was deficit of £3.295,620. Details 
( he trathec nd finaneia esults are given below 

948 49 ) 0 
45 2 176 
54 67 94 
21.907 774 
1 5 6,005 
3 55. 448 
) 83,22 
5 2,43 
R 
6 39 
53 04 8:0 4 
1.192 V¢ 
2,407 1,016 
492 3.116 
T 1 6,899 7 132 
4,293 62 
20,3 038 
Nv 6.094 4 
} 36 
C 5 78 
A 1 A ‘ 
R 538 
Ex 3.554 
D : 2 835 
Ni atio 46 
[he report describes the inauguration of the Voor- 
trekker Monument near Pretoria and the heavy traffic 
carried In connection with its celebrations. Other salient 


references are to the Central & Southern Africa Transport 


Congress, through traffic with the Rhodesias and other 
northern territories, visits of railway missions from Aus- 
tralia, and damage due to washaways in South West 
Africa. 

On March 31, 1950, the administration operated 13,149 
route-miles of 3 ft. 6 in. and 793 of 2-ft. gauge, or 13,942 
route-miles in all, including 580 for the Rhodesia Rail- 


ways. Of the 100 Class “24” branch line locomotives on 
order from the United Kingdom, 97 were delivered during 
the year to complete the order. Early in 1950, the 2,000th 
locomotive delivered to South Africa by the North British 
Locomotive Co. Ltd., was named and placed in service 
with appropriate ceremony. Twelve “S-1”’ engines were 
built departmentally, and 190 coaching and 8,162 goods 
vehicles were brought into use. In Natal, the electrifica- 
tion of a 22-mile section of line was completed, and in 
the Transvaal 12 miles of track were electrified during 
the period under review 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


550 THE RAIL 
The Railways of North Africa 
April 11 
Sin, —Having been in North Africa during World Wat 
Ji, where I was involved in railway communications and 
signaling work with the U.S. Military Railway Service, | 
was particularly interested to note your article, “ The 
Railways of North Africa—Impressions of a Recent Tour, 
in the February 23 issue. 
This was a nice article on the subject 
Yours very truly, 
MAURICE PEACOCK, 
Associat Editor, ** Railw 
Signaling & Communic 


Simmons-Boardman Publishing Corporation, 
79, West Monroe Street, ¢ hicago 3 


British Modern Lightweight Coaches for 
Indian Railways 
May 9 
Sik.—We have to refer to the article. “ Lightweight 
Coaches for Indian Railways,” published in your April 27 
issue. 

As builders of the trailer coaches reterred to in this article 
we would draw attention to an error on page 470 in the 
general particulars of the coaches. The weight of a trailer 
tons. Actually the weight of a 
tons, and fo! 


coach is indicated as 31 
trailer coach for lower class passengers 1S 27 
14 cwt As the weight ot 
43 tons, this represents 


respectively 


the upper class passengers 27 tons 
the old type trailer coaches was 
saving of 35:5 per cent. and 37 per cent 
Yours faithfully, 
H. 3. 3S: MOYSES, 
Managing Dit 
The Birmingham Railway Carriage & Wagon Co. Ltd 
Smethwick, 40 


Railway Efficiency 


May | 
Sik, Although my experience as a professional railway 
trafic man dates from 1895, and covers service on the 


railways of three continents, Mr. J. H. Laundy has so poor 
my knowledge and views that he classes me 
iS a Mere amateul 

In disputing my contention that 


ibout 50 per cent. since 1913, 


an opinion of 
with himselt 

passenger trathe had 
he claims that tt 
1949. Then how 


declined by 
had actually increased by 13 per cent. by 
does he explain the thar, between those years the 
number of coaches declined from 70,000 to under 40.000” 
Mr. Laundy also claims that the accountants have nothing 
to do with the rates and fares policy. Who, then, are the 


lact 


members of the Rates Tribunal, and who are the people 
now preparing the new schedules? 
In challenging me to say where the “ftew men with 


commonsense and enterprise could be found to capture all 
the competitive traffics trom the roads,” he that 
he does not doubt the capabilities of the practical 
staff. In the old days, when the railways were prosperous 
and paid good dividends, nearly al! the responsible posi 
tions—general managers, traffic superintendents, goods and 
mineral managers, etc.—were filled by first-class station 
masters. with around 30 years hard experience, any one 
of whom possessed a far better all-round knowledge oi 


reveals 


the many aspects of the working than all the present 
accountants, lawyers, university theorists, and other 
“experts” put together. From their ranks have come 
some of the greatest railwaymen in the world. For over 


\ my own chief was recognised as the greatest 
traffic superintendent in all South America, 

In one of your recent issues it was stated that American 
railways also select as their presidents, vice-presidents, and 
so on, only men who have risen by their own merits from 
junior positions at stations. From their ranks came Sir 


25 years 


Eustace Missenden, and | assure you, Sir, that there re 
sull just as good fish in the sea as ever yet came out o 
But, of course, they are ignored because the afores.id 
people consider these important positions their unaliena le 
ight. So if the chairmen of the Transport Commiss 
ind Railway Executive want to know when to get lie 
men of commonsense and enterprise,” they now ki 
where to find them. 


Yours faithfully, 


i. R. B. ROBERIS 
Eynesbury, St. Neots 
Transport —A Liability for Ever ? 
April 3¢ 
Sirk, —I notice Mr. F. Smith, in a letter under the ab« 
eading in your April 20 issue, suggests “* the Executt 


hould be merged into a kind of General Staff, organised 
like the Board of Admiralty, and charged with the plann 
ind development of co-ordinated — services.” I 
meaning of this is anything but clear, and it may 
wondered to what sort of position it would lead | 
egional officers should certainly be deiegated more pow 
nd authority within their respective regions without 

1) reference to the Railway Executive 


ic 
It is stated, “ transport as a whole is far too expensive 

Contining my remarks to railways—your correspondent is 

foubtless aware of the principal reasons Are not 


essential materials and equipment for 


example coal. steel, timber, locomotives, rolling stoc 
ind the thousand-and-one items of all descriptions 
e expensive, plus labour costs, and do not these fa 
outweigh the percentage increases already applied to rates 


Operating purpose 


eve 


! ) 
eat 


ind tares? 
It Mr. Smith claims to be able to make transport * muc 
cheaper and more elhcieni and to pay its way at a lowe 


level of total cost *—still referring to railways only—it ts 
t problem yet unsolved by the British Transport Com 
Nission and the Railway Executive! Perhaps he could giv 
in indication in clear and precise terms a few of the firs 


steps he would take to bring it about: theory anc 
reneralisations are of little use 
Yours faithfully. 
H. F. DALTON 
263, Eustcote Road, Eastcote 
Closing of Branch Lines 
April 19 
Sir,—I notice that the Railway Executive has been con 


sidering closing part of the original Stratford-on-Avon & 
Midland Junction Railway The original intention was 
the closing and removal of the Helmdon-Wappenhan 
section from Blisworth to Banbury, and the closing of the 
Moreton Pinkney section from Blisworth to Stratford-on 
Avon It has now been decided to keep the line fron 
Blisworth to Banbury open for goods traffic, and suspend 
The action has been taken in view 
of the falling-off in traffic—in passenger traffic due to the 
high fares compared with other forms of transport—and 
service (two trains each way each weekday, and no 
trains on Sunday) 

Closing this line for passenger traffic is retrograde, 
especially as from Blisworth to Banbury it runs within 
four miles of two internationally-famous places, Sulgrave 
Manor (connection with George Washington and of great 
interest to visitors from the U.S.A.), and Silverstone Aero- 
drome, used for international motor races and the main 
venue of the R.A.C. track events. Sulgrave Manor is 
approximately 2} miles from Helmdon (L.M.R.) Station. 
and Silverstone 4 miles from Wappenham Station. 

This line could serve race meetings at Silverstone 
Aerodrome by routing trains to Wappenham Station and 
then conveving passengers by buses to the track. The 


the passenger service. 


poor 
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tins from London could start from St. Pancras and 
weed via Bedford Midland Road, Olney, and Towcester, 
Wappenham;: trains from the north of Bedford, on the 
idjand line, could be reversed at Bedford and proceed, 


ibove. If improved junctions were Made at Blisworth 
h the London Midland Region main line, and at 
ibury with the Western Region main line’ from 


ddington to Birmingham, trains trom other parts of the 
intry could be routed to Wappenham with the minimum 
eversal. 
It is appreciated that the London Midland Region has 
n excursion trains in connection with Silverstone motor 
ce Meetings. but they were run to Blisworth and 
issengers were then conveyed by buses from Blisworth to 
course. This meant running buses along about eight 
les of main roads, which are congested when important 
ce meetings are being held at Silverstone, making transit 
om Blisworth Station to the course very 
Wappenham Siation would enable rail 


slow The use 


passengers to 


ich the course Much quicker by the use of normally 
ttle-used country roads, which in the event of a large 
otor race Meeting at Silverstone could be reserved fo 
ises conveying rail passengers. 


Improved junctions at Blisworth and Banbury would 
trafic to and from this section: at Blisworth they 
vould enable through trains to pass from the old L.N.W.R 
ain line to the S.M.J. section without reversal through 
dings At present, passengers from Northampton (the 
earest large town) to stations on the line have to change 
atforms and trains at Blisworth; the suggested improve- 
nents would enable through trains to and from North- 
mpton to be routed with one reversal 

Improved junctions at Banbury would enable through 
ains to pass from the Western Region to the S.M.J. line 
vithout having to be shunted through sidings, and would 
nable the L.M.R. trains to use Banbury General, instead 
yf the present L.M.R. station, Banbury Merton Street: this 
vould give better connections and facilities for passengers 
it Banbury, as the two stations are about 200 to 300 yd 
ipart. 


SSist 


RAILWAY 


wt 
uv 
— 


GAZETTE 


\nother suggested improvement to make better connec- 
tions from the old S.M.J. line to the former L.N.W.R. 
main line, is to make a spur trom the Towcester and Olney 
line about 500 yd. west of the bridge over the L.M.R. main 
line south of Roade Station, and the down main line of 
the L.M.R. at the south end of the down fast platform ot 


Roade Station. This spur, in existence years ago but 
later taken up, could be used for traffic from the Towcester 


direction to the L.M.R. main line only and not used in the 


direction, to avoid interfering with main line 
tratlic more than necessary 

{wo other points where junctions could be made between 
the S.M.J. and other lines are at Fenny Compton with the 
Western Region and at a point about two miles south of 
Woodford Halse on the Great Central main line. The 
junction at Fenny Compton would enable Western Region 
trains to Stratford-on-Avon, from Paddington, to avoid 
Leamington Spa and Hatton Junction, and thus reduce the 
mileage and track occupation. ; 

The spur connecting the S.M.j. and the former Great 
Central line. just south of Woodford Halse Station, was in 
existence years ago, but was later taken up [his spur 
would enable trains from Marylebone to run to Stratford- 
on-Avbn and thus reduce the tratlc Paddington Station 
would have to handle, in addition to providing an extra 
route for traffic to Stratford-on-Avon. 

This line could be used for through trains from stations 
on the northern part of the former Great Central and 
using the spur from Woodford Halse to Byfield Station 
on the original S.M.J. line. 

As the S.M.J. line runs east-west and connects Regions, 
its use by through trains could improve cross-country 
travel, but its possibilities do not seem to be used to the 
best advantage. As most of it is single track, it should be 
ideal for working by the Western Region diesel cars, which 
would help to build up passenger traffic, with minimum 
running costs 


reverse 


Yours truly. 
A. S. 
19, Osborne Road, Queens Park, Northampton 
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Publications Received Great Northern, North Eastern. and include the metallurgy of malleable iron, 
North British were to the fore. The machining properties, and the various 
Last Coast Route. By George Dow. final chapter of this survey describes usgs to which the material can be put. 
London: The Locomotive Publishing famous East Coast expresses. The Also included are the mechanical, and 
Co. Ltd.. 88, Horseferry Road, S.W.1. illustrations are excellent; there are physical properties, with test reports of 
in. =» S$ in. 64 pp. Illustrated. some pleasing novelties, such as the Backheart malleable cast-iron and 
Paper covers. Price 7s. 6d. net.—The original Tay Bridge, Glasgow Queen Permatite iron, and a glossary of tech- 
East Coast Route may rea'ly be said to Street Station. and old locomotives at nical terms. 
ite from August 1850. when the Darlington which add a_ distinctive 
Great Northern was opened between touch to the work Eyre Smelting Company Calendar. 
london (Maiden Lane) and Peter The Festival of Britain is the occasion 
rough enabling the traveller to reach Engineering Directory, 1950-1951, 83rd for, a calendar produced by the Eyre 
York and beyond by way of Peter- Edition London : * Engineering Smelting Co. Ltd.. of Tandem Works, 
yrough. Boston, Lincoln, Doncaster Limited, 35-36, Bedford Street, W.C.2 Merton Abbey, London, S.W.19, in the 
1d Knottingley in- preference to 73 in 5} in. 212 pp. Paper covers. form of a map of London, showing 
Hudson's ~ Midlands and Eastern” Gratis.—This publication contains an_ the position of objects and buildings of 


sute from Euston via Rugby, Derby 
id Normanton. He could even reach 


\berdeen by rail in that vear, over the and addresses of 





alphabetical list of civil and mechanical 
engineering equipment, with the names 
the manufacturers of 


interest in relation to the Eyre Smelting 
Company’s Tandem and Aluminium 
Works. These items are illustrated in 


etals of ten different companies. In the particular products, also alpha- marginal sketches and described briefly 
the years that followed the route was  betically arranged, and also the full on the back of the calendar. 

nproved and shortened, first by the names, addresses, telegraphic addresses, ni . 

ioption of the * Towns” route through codes and telephone numbers of some Country Walks ; First Series. London 
Grantham. cut-offs through Selby and leading firms. The directory will be Transport Executive, 55, Broadway, 
Durham, and, most spectacularly, the of considerable assistance to those S.W.1. 6} in. x 4% in. 135. pp. 
ereat Forth and Tay bridges. Mr. Dow engaged in and associated with the Illustrated. Paper covers. Price Is. 6d. 
has a stirring history to relate and un- engineering industry In collaboration with the Ramblers’ 
folds it ably, with a wealth of detail Association (Southern Area), London 
He describes the stations—at least three Modern Malleable—A booklet con- Transport has produced the first of a 
of them, York. Newcastle and Edin- taining a brief history of the firm, new series of Home Counties ramble 


burgh Waverley, are among the finest 
) the country—the splendid bridges, 
signalling, and other features. There is 


concise sketch of locomotive and Hale 
carriage development, in which the Staffs. The various 


partners in the East Coast route, the 


together with descriptive matter relating 
to the production of malleable iron 
castings has been published by Hale & 
(Tipton) Limited, Dudley Port, 


illustrated, while the subjects dealt with 


books. The first book, which features 
46 walks and has 20 maps and 12 photo- 
graphs of wild life, is on sale at book- 
stalls, London Transport enquiry offices, 
station booking offices. and some 
country bus garages. 


processes are 
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Tianksgiving 
In November, 1950, at the season ol 
Thanksgiving, there appeared in news- 
papers throughout the Mississippi Valley 
a statement, over the signature of a Pre- 
sident of one of the large American rail- 


ways, with the caption Thanks 
giving for the Righ to Work,” 
and in the letterpress were the 


following sentences: “There's one 
ingredient in the 
road that you can’t measure in miles of 
rail, might of motive power, or tons of 
freight. Call it spirit, if you like. It's 
the quality that binds railroad men and 
railroad tools into a complex but untfied 
whole.” —Mr. C. E.R. Sherrington in the 
* British Transport Review 


Little Stations 


Most of us know of 
stations which it 
while to keep open, and yet, in spite 
of all the pressure on British Rail- 
wavs to economise, they continue to re- 
ceive their two or three leisurely trains a 
day Even the most out-ot-the-way 
station which never seems to have any 
passengers may be of particular value to 
some section of the community. For 
every demand that the railways ought to 
save money by closing such-and-such 
station the Railway Executive is at least 


railway 
worth 


little 


seems scarcely 


equally likely to receive protests from 
local interests that the closure wou!d 
bring hardship 
No branch ranway line S 

fact closed until local authorities, town 
planning authorities, any traders likely 
to be concerned, and the National 
Farmers’ Union have all been consulted 
and representations which they may 
make, considered By the end of 
1951 the Railway Executive hopes to 


about £900.000 a vear by 


brought about since nationali 


have saved 
closures 
sation with at least as much sand 
probably more energy 


by the old railwa 


than was show 


vy companies which 





* Ah, well 


making of a rail-}$ 
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25 years between 1923 and 1947, closed 
350 stations to all traffic and 380 to 
passenger traffic.—From “ The Man- 


chester Guardian,” 


Dirty Train Windows 


British Railways spend good dollars 
in advertising Overseas the advantages 
of travelling by rail in Britain. But they 
neglect one for ensur- 
ing that a visitor to Britain shall see the 
countryside by train. It is literally im 
possible to see through the window ol 
the trains on which I have 
travelled In Canada and the United 
States the windows of trains are washed 
as part of the daily clean-up routine. 
Here, although floors and upholstery are 
swept, the dirt is allowed to remain on 
the windows. With the best will in the 
world | have not bee ible to “see 
Britain by rail.” In Festival year, when 
so much is being done to attract visitors 
from oversea, would it not be possible 
to put a few dozen men with hoses and 
long-handled brushes into terminal sta 
sent out 
From. a 
* The 


simple essentia 


any o! 





tions to see that the trains are 
with transparent windows’ 
letter by Miss Doris McCarthy to 
Times’ of May 7 


My 
traveller on 
enable me to 
Doris McCart} 


rrp fan 
correspondent s 


considerable 
British R 
the views ol 
As I read your 
nh a well- 
tuble express train 
ind enjoy 


ind 


experience as a 
not 


Miss 


tulways does 





ippointed and comto 
this 


ible for 


morning, it Was so easy 


my fellow. passengers 
the large 


beauty of our 


myself to look through 


windows and enjoy the 
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belated English spring 
Let us complain, by means. when 
there is reason to, but so doing let 
us not add by exaggeration to the many 
} Pipe 
real difficulties of those responsible for 
running our trains—on the whole so 
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the rising cost of transport” 


[Reproduced by permission of the proprietors of 


“Punch” 


Vay } 
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Souvenir Bus Tickets 





LONOON TRANSPORT 
SPECIAL BUS SERVICE 


FESTIVAL OF BRITAIN 





Passengers on London Transpo 


Festival bus services receive 


Sou 


venir tickets 4 in. long and 1 in 
wide ; they are in orange, mauve. 
blue, and green, according to fare 


J, 
halite 


Apple Pie Order 
Apple pie as served on the Britis 
Railways is not as America 
apple pie, Mr. John Elliot, Chairman « 
the Railway Executive, said in Ne\ 
York, when replying at a Press confe 
ence to a question about the 
served on dining cars 
Mr. Elliot said that he had come t 
the United States “to refresh my min 
on the organisation of some big rail 
ways here.” 


good as 


{ 
LOOK 


Talyllyn Railway Reopened 
A crowd at Towyn Whart cheered o 
May 14 when the tape was cut to mark 
the reopening of the Taly!lyn Railway 
the oldest steam-hauled narrow-gauge 
passenger line in the world. 
Introduced by Mr. Edward Thomas 
a director of the newly-formed Talyllyn 
Railway Preservation Society, who ha 
been connected with the little line fo: 
54 years, Mr. W. G. Trinder, of Ban 
bury, on behalf of the society, said the 
line had been running practically con 
tinuously since 1865, and it was hoped 
to run a full service after June. 
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OVERSEAS RAILWAY 


NEW ZEALAND 


Rimutaka Tunnel 


e Minister of Works has stated that 


sit tenders were received for the con- 
struction of the Rimutaka Tunnel 
three trom the U.S.A., one from France, 
{ two from New Zealand firms. The 
suecesstul tender, that of Morrison- 
Knudson Limited. of the U.S.A.. was 
t lowest. 

ew Zealand labour will be used 


Excavation will be 
nostly by blasting. Mechanical loaders 
\\ fill waiting wagons with’ blasted 
at the rate of 10 tons every three o1 
four minutes. A complicated system ot 
ventilation will disperse fumes caused 
by the blasting. 
it will be necessary to blast away 
more than 500,000 tons of rock to make 
t S$-mile tunnel, but much of this 
k will be u.ed for mixing with con- 
crete which will line the tunnel: the re- 
mainder will be used for embankments 
Asked when the tunnel was likely to 
be finished the Minister said that the 
Otira Tunnel on the West Coast of South 
Island was not completed for 15 years. 
iitthough work on it was not continuous. 
Projects similar to the Rimutaka Tunnel 
would be completed in two years in the 
United States. Morrison-Kudson Limi- 
ted are stated to be the largest firm of 
tunnelling contractors in the world 


EAST AFRICA 


Western Uganda Extension 


wherever possible. 


[he survey of the route for the ex- 
ension of the Kenya-Uganda main line 

ym Kampala to Kasese, in the foot- 

ls of the Ruwenzori Mountains, has 
been completed. (Kasese will be the rail- 
head for the Kilembe Copper Mines) 
In addition, a route has been surveyed 
for a possible further extension to the 
shores of Lake Edward on the borde: 
between Uganda and the Belgian Congo 
Work is expected to start in July on the 
construction of the first section of 
leW line from Kampala to Mityana. 

Mr. P. H. Hicks, Resident Engineer 
in the Uganda extension, has recounted 
experiences of the survey parties. Diuth- 
with game are reminiscent of 
those encountered during the survey and 
construction of the original Uganda 
Railway fifty years ago. Although ele- 
phant and buffalo were the most 
numerous, lions and hippopotami were 


he 
thie 


culties 


ilso encountered: Mr. Hicks himself 
counted more than 1,000 head of 
elephant during the survey. Parties 


were “treed” by buffalo several times, 


ind 15 buffalo had to be shot. To save 
time, armed game scouts went along 


vith advance parties, whose work was 


eing continually disturbed by the 
rame. 
The surveyors and their assistants 


ere working through country with no 
yads or tracks. Head loads had to be 
arried by porters and it was not easy 
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(From our correspondents) 


to recruit men able and willing to under- 
take this work. Water for the survey 


parties was obtained from water holes 


and swamps. Rations were carried fo1 
250 miies to the most advanced of the 
parties 

Ihe route lay through papyrus 


swamp, thick bush, elephant grass and 


forest. The transport difficulties were 
overcome by the construction of 35 
miles of bush tracks and the re 
opening of old African roads 

C.N.R. Deficit Forecast 


Mr. Donald Gordon, President ofl 
the C.N.R., predicted that the railway 
would have a deficit of $20,997,000 this 


vear. His forecast was made in a report 
laid before the Parliamentary Com- 
mittee on Railways & Shipping. Last 


vear, the railway had a deficit oft 
$3.261.236 although it had expected to 
lose $32.236.000. 
Smalls Traffic 

Small shipments of freight will be 
received by the Canadian railways only 
five days a week when their short-work 
week comes into effect on June |. The 
restriction will apply to part load ship- 
ments, which now are handled six days 
a week. Larger consignments will not 
be affected 

The change results from the 40-h1 
week obtained by railway employees as 
the result of last August’s strike. The 
standard work week previously was 48 
hours 


UNITED STATES 


Boston & Albany Dieselisation 
The Boston & Albany, an aifiliate of 


the New York Central, is now com- 
pletely diesel operated. The last run of 
a steam locomotive on the B. & A. 


occurred 117 years to the month after 
the railway’s first steam locomotive, a 
wood-burner, left Boston on a seven- 
mile journey. 

The single-track Putnam division of 


the N.Y.C. is to be dieselised within a 
few years. Ultimately, it is stated, the 
whole N.Y.C. system will be diesel- 


operated 


New N.Y.C. Harlem River Bridge 


The New York Central has begun 
construction of a new four-track, 
vertical lift bridge over the Harlem 
River, New York. It will carry all 
Central and New Haven trains using 
Grand Central Station, and is being 
built immediately west of, and to re- 


place, the present swing bridge between 
the Manhattan and the Bronx 

It is due to be completed in 1954. 
The first step, sinking five concrete 
piers into the river bed, will take about 
18 months: the second phase will be 
construction of the remainder of the 
substructure, abutments and — super- 


AFFAIRS 


structure, and removal of the existing 
bridge. The new bridge will open and 
close in four min., less than one half of 
the time required by the present bridge. 
It will provide a single 225-ft. channel 
for vessels, compared with the present 
two 100 ft. channels The new bridge 
and approaches will be 2,227 ft. long 
The centre, lifting span will be 340 ft 
long, and will be electrically operated 
with the aid of 

counterweights. 


ARGENTINA 


Nationalisation of Corrientes Railway 

The 48-mile 2-ft. gauge rural ratlway 
between Corrientes and Mburucuya 
(Ferrocarril Correntino) has been trans- 
ferred to national ownership. 


steel-encased concrete 


Northern Transandine Railway 


In accordance with the provisions ol 
the recently-signed Argentine-Chilean 
agreement, sufficient passenger rolling 
stock must be prepared for direct opera- 
tion between Antofagasta and Salta 
within 60 days. For goods tratlic, the 
period stipulated is up to December 31. 


Sarmiento Branch to be Lifted 


The Municipality of Buenos Aires and 
the Sarmiento Railway have agreed to 
lift the little-used branch between Villa 
Luro and Ingeniero Brian goods station, 
and to replace it with a motor road to 
be named “ Avenida del Justicialismo.” 


DENMARK 
Esbjerg-Copenhagen Boat Train 
The greater passenger complement ot 

the new ships of the United Shipping 
Company on the Harwich-Esbjerg route 
has necessitated increase in the capacity 
of the Esbjerg-Copenhagen diesel-hauled 
boat train, the “* Englenderen,” which 
will be composed of seven, instead of 
the present four cars. 

In the new train, the first two cars 
are a train unit containing diesel engine, 
baggage compartment, and “ common” 
class seats; the third is a standard first 
class coach; the fourth a restaurant cai 
of the Wagon-Lits Company; the fifth 
and sixth vehicle, are articulated, con- 
sisting of one first and one composite 
(first and “ common” class) coach; and 
the seventh is a motor coach with diesel 
engine and “ commen ” class seats. Total 
seating capacity is 102 first and 194 
“common ” class. 

For the Little Belt train ferry crossing 
between Nvborg and Korsor, the first 
four cars are placed on the centre track 
of the ferry, and the articulated unit and 
motor coach on one of the outer tracks. 
When the set is not working the 
* Englender,” it can be divided into a 
four-car and a three-car set, and used 
for ordinary traffic. Running time be- 
tween Copenhagen and Esbjerg is re- 
duced to 5 hr. 20 min. in either 
direction. 
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Traction at the Industrial Frequency 


Power supplies and motive power equipment for 
single-phase electrification at 50 cycles per second 


LTHOUGH of modest length the 

recent electrification of the French 
National Railways branch from Aix- 
les-Bains to Annecy has aroused wide- 
spread interest by the adoption of 50- 
cycle supply and traction equipment. 
Trials are being conducted at present 
with a locomotive having single-phase 
traction motors designed for operation 
at the 50-cycle frequency (see our Janu- 
ary 26 issue). A second machine with 
50-cycle motors is under construction, 
and in due course comparative tests will 
be possible between these two locomo- 
tives and a third prototype in which 
d.c. motors will be supplied through a 
rotary converter. The Oerlikon Com- 
pany of Switzerland, maker of the elec- 





nected to 
neighbours. 


a different phase from its 

A non-energised isolating 
section is necessary between adjacent 
live sections, and provision must be 
made for energising it in the event of 
a train stalling there. A suggested sup- 
ply scheme is shown in Fig. |. This 
arrangement is proposed for main-line 
electrifications of the order of 100 miles 
Or more, and it is suggested that the 
most favourable conditions in respect of 
a balanced load would be obtained if 
the three-phase line were fed from each 
end. 

An alternative method of supplying 
the contact line is by means of Scott- 
connected transformers as shown in 
Fig. This arrangement is in use at 








trical equipment for the first of the present at Annecy on the S.N.C.F. ex- 
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Fig. 1-- Method of supplying single-phase contact line from three-phase grid 
S.N.C.F. 50-cycle prototypes, has pub- perimental 50-cycle section, as described 


lished recently what is probably the first 
detailed and comprehensive collective 
review of the different approaches that 
have been made to this system of trac- 
tion,* and of the design problems asso- 
ciated with it. In view of the close 
attention with which the performance of 
the first locomotive is being watched by 
traction engineers in many parts of the 
world, certain fundamentals of 50-cycle 
technique as stated in this publication 
are summarised below. 

With a 50-cycle system, it 
that the contact line should be supplied 
through transformer substations con- 
nected to an existing high-tension cable 
route of the industrial three-phase 
power network. This would eliminate 
the expense of a ring main or similar 
feeder system linking the substations 
and carrying a voltage intermediate be- 
tween that of the grid and the contact 
line. A higher voltage than is commonly 
used for single-phase electrification is 
desirable because of the increased im- 
pedance at the 50-cycle frequency. On 
the Aix-les-Bains to Annecy branch 
20,000 V. has been chosen, and con- 
sideration has been given to increasing 
this to 25,000 V. 

In order to distribute the single-phase 
traction load between the three phases 
of the grid, it is necessary to divide the 


is proposed 


contact line into sections, each con- 

ee Traction Eléctrique par Courant Mono- 
phasé a 50 pér./s.” Zurich-Oerlikon Ateliers de 
Construction Oerlikon 


in our February 24, 1950, issue. It was 
adopted, also, on the Ho6llenthal line 
in Germany. but was later abandoned 
because it was found to have no advan- 
tage over a simple single-phase connec- 
tion unless the instantaneous loads on 
each section were roughly the same. 


The basic arrangement shown in 
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Fig. 2—Scott-connected transformers 

supplying adjacent sections of contact 

line at a substation located similarly to 
to those shown in Fig. | 





Fig. | makes it possible to present a 
reasonably balanced load at each feed- 
ing point, provided that the flow of 
traffic is fairly regular. It is recognised 
that a nerfect balance is unobtainable, 


but practical experience is quoted 
support the view that when the traction 
load represents only a small proportion 
of the total carried by the su 
system, no harmful effects are caused 
the single-phase demands. 


Motor Design Features 


A brief restatement of the comm 
tion problem of the single-phase se 
motor recalls the transformer effect 
the pulsating flux in inducing voltages in 
the armature conductors. This gi\ 
rise to sparking as the coils are sh¢ 
circuited by the brushes, which becomes 
more serious as the frequency of 
supply is increased. It is possible 
compensate for the transformer effect 
by means of shunts across the comm 
tating poles, but it remains a problem 
starting and has been the cause of low 
frequencies such as 16% or 25 cye 
being used for traction in preference 
the industrial standard. 

At 50 cycles the voltages due to trans- 
former effect can be limited to similar 
values as developed at lower frequencies 
by a weaker field strength per pole, but 
the result is a lower armature bac 
e.m.f. and a heavier armature curren 
For this reason it may be advantageous 
to connect pairs of motors permanent! 
in series. It is stated that in practic 
the current in a 50-cycle motor is in th 
region of 4 amp. per h.p.. compare 
with 2 amp. per h.p. at 16§ cycles. Thi 
heavy current, reaching 2.640 amp. i 
the Oerlikon motors of the S.N.C.1 
locomotive at their !-hr. rating of 62 
h.p., has necessitated using a duplex lay 
armature winding with equalising con 
nections, and a large number of paralle 
paths in the field system, where the 
section of copper and the current per 
conductor have been kept within the 
same limits as in 16%-cycle practice. 

The number of brushes is no greate! 
than is used in standard traction motors 
that were supplied to the Swiss Federal 
Railways in large numbers some 15 to 
20 years ago, and which are still con 
sidered eminently satisfactory in set 
vice. By deliberately restricting the dia- 
meter of the commutator in the interests 
of low peripheral speed and reduced 
maintenance requirements, it became 
necessary to use exceptionaily narrow 
brush-holders. It has been possible to 
arrange them round the circumference 
of the commutator without staggering, 
so that the commutator is of normal 
length, while special attention to venti- 
lation keeps its temperature within 
accepted limits. although jit is subjected 
to a current of about twice the value 
handled by a commutator of similar 
size in a 16%-cycle locomotive. 

Some emphasis is placed on_ this 
feature of using a single commutator of 
normal dimensions, since there is a pre- 
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valent opinion that it is necessary to 
havc two commutators per driving axle 
eve: when handling lower powers than 
are involved in the present instance. It 
is recalled that in the 50-cycle motors of 
one of the pre-war HGllenthal locomo- 
tive. a low flux density per pole was 
ich.eved by using 28 poles divided be- 
tween two motors permanently in series 
driving each axle, while the brushes 
were in a Staggered arrangement that 
ssitated using commutators of twice 
the normal length. The latest A.E.G. 
locomotive for the Hd6llenthalbahn is 
also equipped with motors having two 
armatures permanently in series and 
two commutators each, although the 
number of poles is reduced. 


ner 


Control System Characteristics 
50 cycles the increased voltage 
drop due to inductive effects makes it 
possible to use fewer accelerating 
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| 3. -Notching curves of S.N.C.F. 
50-cycle locomotive 
tches than are necessary in a 16%- 


cle locomotive without risk of surges 
passing from notch to notch. There 
are 16 notches in the S.N.C.F. 50-cycle 
ototype, with a Maximum variation of 
per cent. in tractive effort between 
otches (Fig. 3). A comparison is made 
ith the Swiss Federal Railways “ Re 
4° locomotives, which have 24 
itches and a maximum tractive effort 
increase of 40 per cent. A further effect 
of the inductive voltage drop at 50 
cycles is to give the motor a non- 
saturated characteristic so that the trac- 
tive effort developed at speed is some- 
what higher than in a 16§-cycle motor 
or a d.c. motor at full field (Fig. 4). 
[he corresponding curve for a dc 
motor at 50 per cent. field approximates 
closely to that of the 16§-cycle motor. 
It is suggested that anti-slip devices 
light be desirable to safeguard the 
\otors should wheelspin occur 

Control may be eilected on the low- 


la 
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tension side of the transformer, as in 
the S.N.C.F. locomotive, or on the 
high-tension winding when very high 


powers and currents are involved. In 
these circumstances special precautions 


vould be necessary because of the 
evere inductive effects at the high 
requency. 

The 50-cycle frequency has the ad- 
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Vantage that induction motors running 
at 1,500 to 3,000 r.p.m. can be used 
for driving auxiliaries. Similar motors 
on 16§ cycles would operate at 1,000 





r.p.m., which usually is too low, so that 
series commutator motors have to be 
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Fig.4  Tractive effort speed curves for 
three types of motor 


employed for auxiliary drives. Where 
power requirements are small, the 50- 
cycle auxiliary motors could be of the 
capacitor-run type. For higher powers, 
to avoid using a number of the specially- 


constructed capacitors necessary for 
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traction service, one such motor could 
be operated as a phase-converter to 
provide a three-phase supply for the 
other auxiliaries. This arrangement is 


used in the S.N.C.F. 50-cycle locomo- 
tive and has the advantage that the 
other auxiliaries can be driven by 


squirrel-cage motors of light and robust 
construction, without commutators or 
brushes to maintain and having a high 
starting torque. The converter itself 
may be coupled to a d.c. generator for 
battery charging and also to an exciter 
for rheostatic braking if required. 

it is acknowledged in conclusion that 
low-frequency motors are likely always 
to have advantages in respect of sim- 
plicity and reduced wear and tear of 
brushes and commutators. On the other 
hand, it is suggested that the 50-cycle 
motor has the merits of greater flexi- 
bility in operation and freedom from 
flashovers. Considerable importance is 
attached to the robust types of auxiliary 
motors that can be used. particularly 
when these are compared with d.c 
machines for similar purposes. It is 
emphasised, however, that an 
ment of the possibilities of 50-cycle trac- 
tion in comparison with other forms 
must take into consideration the ques- 
tions of electricity supply. fixed equip- 
ment, and motive power as 
whole. 
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New Electric Locomotives for Austria 


First 


post-war 


designs 


for the Federal Railways 


WO new series of locomotives are 

under construction for the growing 
electrified system of the Austrian 
Federal Railways. Both have the 
Bo-Bo wheel arrangement, and are de- 
signed for maximum interchangeability 
of electrical equipment, but they differ 
in mechanical details and the type oi 
transmission. In one series of 16 loco- 
motives (Class 1170.300), the first two 
of which are now in service. the 
Séchéron type of flexible drive is 
used, and the butling and drawgear are 


mounted on the articulated bogies. The 
mechanical design is based on_ the 
* 1170.200 ° Class, built between 1934 


and 1937, but electric welding has been 
used extensively in their construction 
This and other technical developments 
have contributed to a_ reduction in 
weight of about 4 per cent., combined 
with increase; of 30 per cent. in power! 
ind 12:5 per cent. in maximum speed. 
The one-hour rating of both the new 


classes. is 3,200 h.p. at 39 m.p.h. Maxi- 
mum tractive effort is 45,000 Ib. and 
speed 56 m.p.h. The axleload is 20 


tonnes. Both have 4 ft. 5 in. wheels 

A more radical departure from pre- 
lesigns has been made in the 
second series of 15 locomotives (Class 
1170.400). In these the buffing and draw- 
gear are carried on the body, which is of 
. and transmits the 


Vious 


welded construction 


tractive forces. A modified Kleinow 
spring drive is employed in the bogies, 
the number of elements being reduced to 
five because of the relatively small wheel 
diameter. In the interests of good rid- 
ing qualities at speed there have been 
increases in the overall length, distance 
between bogie pivots, and bogie wheel- 
base. A spring-controlled linkage be- 
tween the bogies reduces the guiding 
pressure on the wheel flanges 

Features common to both series are 
double-pan pantographs, extensive use 
of induction motors for auxiliary drives, 
and piston-type compressors 


SOUTH-EAST PARIS SUBURBAN SERVICES 


Since October, 1950, when the  Paris- 
Laroche electrification was inaugurated, 
the eight all-metal passenger train sets in 


use on the suburban lines out of the Gare 
de Lyon, Paris, and formerly worked 
push-pull by tank locomotives. have been 
hauled by Bo-Bo electric locomotives. Both 
these, and wooden stock, will continue in 
service until replaced by multiple-unit sets 
now on order. With the inauguration of 
the summer timetable on May 20 Bour- 
bonnais line trains out of Paris Lyon will 
be electrically hauled as far as Moret o1 
Corbeil. One proposal was to run them 
electrically from Paris Lyon to Vierzon via 
Juvisy, but the reduction in speed necessary 
in traversing the complicated liyout at 
Juvisy caused its rejection, 
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Telephone Communication on Overhead Contact Lines 


Carrier current system linking stations 
and railcars on two Swiss local railways 


A TELEPHONE system using the 
overhead contact line as the link 
for exchanging messages between 
trains and stations has been installed by 
the Hasler Company of Berne on two 
routes of the Chemins de fer des 
Montagnes Neuchateloises. The lines 
concerned (Les Ponts de Martel to La 
Chaux-de-Fonds, and Les Brenets to Le 








that might follow a breakdown. Rapid 
replacement is facilitated by building the 
sets as self-contained plug-in units with 
knife contacts. In the railcars the back- 
plate has a shock-absorbing mounting. 
Fused and earthed isolators are provided 
to protect the high-frequency equipment 
from high voltages. 

The two lines that have been equipped 








Locle) possessed an ordinary lineside with this apparatus are respectively 10 
telephone system in their steam-worked and 24 miles in length. A_ separate 
days, but this had deteriorated to an carrier frequency is used for trans- 
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extent which made renewal or replace- 
ment an essential part of the work of 
electrification. Accordingly the manage- 
ment decided to use the Hasler system, 
so that the newly-erected traction con- 
tact line serves as the telephone circuit, 
avoiding the necessity for separate poles 
and wires for communications. 
Hasler System 

This method of telephony uses high- 
frequency carrier currents, which pass to 
and from the overhead contact line 
(1,500 V. d.c. in these particular instal- 
lations) through coupling condensers, 
associated with choke coils where neces- 
sary to block the carrier currents from 
certain parts of the traction circuits. 
Using different coupling circuits, car- 
rier currents could be transmitted also 
over the contact lines of a.c. railways. 

At stations, the high-frequency equip- 
ment takes its power supply from the 
normal mains, while the corresponding 
apparatus in the railcars is fed from a 
rotary-converter connected ‘across the 
vehicle battery. All these H.F. sets, 
fixed or mobile, are interchangeable so 
as to minimise the interruption of service 


Schematic diagram showing method 
of transmitting carrier current tele- 
phony over a traction contact line 


mission and reception, so that conversa- 
tions are carried on in the same way as 


on an ordinary telephone, no_ send- 
receive switching being necessary. 


Separate push-buttons are provided at 
every instrument for calling other fixed 
or mobile units, code ringing being used 
to select individual stations. 

All instruments in the fixed or mobile 
group are normally on the same fre- 
quency, but as soon as a hand set is lifted 
to make a call this frequency is brought 
into use for transmission at the instru- 
ment concerned and the reply is heard 
on the adjacent frequency. Both push- 
buttons can be pressed together when 
it is necessary to make a collective call, 
which may be addressed to the fixed and 
mobile station groups individually or 


together. 
In these circumstances, indicated 
by a distinctive call signal, receiv- 


ing operators press a button on their 
instruments to cut out their transmitting 
carrier until they are invited to speak; 
otherwise simultaneous radiation from a 
number of unsynchronised instruments 
would produce a beat note and interfere 
with communication. 





Carrier telephone equipment installed 
in railcar 


Speeds on the lines equipped with this 
system at present do not exceed 
37 m.p.h. At higher speeds some inter- 
ference with telephony via the contact 
line might be expected, but the subject 
is under constant study and the system 
provides a basis from which it should be 
possible in course of time to develop a 
communication service between passen- 
gers in electric trains and the public 
telephone network 


BRUSH ~~ ELECTRICAI ENGINEERING CO. 
Lip.—The accounts of the Brush Electrical 
Engineering Co. Ltd., for the first time dis- 
close the group net sales turnover which 
amounted in 1950 to £19,995,431 as against 
£15,570,803 in 1949. The net profit, before 
taxation and other adjustments, came to 
£1.646,070, against £1,307.485, while 
the purchased subsidiaries account for 
£313,228. Capital expenditure in 1950 was 
£1,168,478 of which £480,419 was provided 
out of depreciation provisions. The group 
needs further new capital. 


BRITISH STANDARD FOR COLOUR’ IDENTI 
FICATION OF Pipe LiNeEs.—Much attention 
has been paid to the use of colour for the 
identification of pipe lines, and difficulties 
have arisen because of differing opinions as 
to whether the identification should be on 
the basis of the characteristics of the pipe 
content, or the identification of the pipe 
content as such, During the past 20 years 
three British Standards have been published 
dealing with the identification of piping, and 
in order to remove certain anomalies a 
new standard has been prepared. Copies 
of this standard (B.S. 1710:1951) may be 
obtained from the British Standards In- 
stitution, 24, Victoria Street, London. 
S W.1, price 2s. 6d. 
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Electric Traction Section 


New London Transport Battery Locomotive 


G.E.C, 


machines similar to pre-war design 


equipment — for 





XEVEN new battery locomotives are 

h being placed in service by the 
London Transport Executive for haul- 
ing trains equipped for maintenance, 
cable-laying, and construction work, 
nd for emergency duties when the 
ormal power supply is interrupted. 
[hey are additional to nine locomotives 
which were supplied to the London 
Passenger Transport Board before the 
war, Six of which have G.E.C. electrical 
equipment. 

The satisfactory performance of the 
earlier series has led to the main 
features of the design being retained 
in the seven new locomotives, all of 


which have electrical equipment de- 
signed and manufactured by the 
General Electric Co. Ltd. The bat- 


teries have been supplied by the D.P. 
Battery Co. Ltd., Bakewell, Derbyshire, 
as sub-contractors to the G.E.C.; and 
the mechanical parts have been built 
by R. Y. Pickering & Co. Ltd., Wishaw, 
Scotland. 


Arduous Service 


Both the pre-war and post-war loco- 
motives are designed for a severe and 
unusual service. They are capable of 
operation from the normal conductor 
rails when the supply is available, or for 
running on the battery on sections 
where the power is off. The batteries 
ire also arranged for charging from the 
conductor rails. 

On track-laying operations, two loco- 
motives in multiple-unit must handle a 
200-ton construction train at 30 m.p.h. 
on the level when running on the 
900-V. conductor rail system, or at 
15 m.p.h. when supplied from the bat- 
teries. On reaching the section under 
construction they must be capable of 
inching the train forward on rough 
track up gradients as steep as | in 30. 
During cable-laying a single locomotive 
must handle a 100-ton train and be 
capable of being driven continuously at 
speeds as low as 3 m.p.h. 


The characteristics required have 
been obtained by using three combina- 
tions of the four motors—all in series, 
two series pairs in parallel, and all in 
parallel—together with multi-notch re- 
sistance stepping and suitable resistance 
ratings. All three combinations are ob- 
tained on the one controller handle, 
which provides a total of 28 notches. 





Interior of driver's cab 


A hand-operated switch enables the 
driver to put the battery on charge from 
the live rail under fully automatic con- 
trol, the rate varying according to the 
condition of the battery and charging 
being stopped when the battery is fully 
charged. Means are provided for giving 
the battery a gassing charge under 
skilled attention at the sheds, but this 
\procedure is only necessary at con- 
siderable intervals. 


Seven 


The changeover from running rail to 
battery supply for the motors is under 
multiple-unit control from any driver's 
position. Interlocks are provided in all 
the circuits concerned to prevent any 
danger arising from irregular or faulty 
operation. 

In the latest locomotives it has been 
possible to provide a battery of 1,008 
amp.-hr. capacity, as compared with 
768 amp.-hr. in the pre-war series, thus 
giving a higher factor of availability. 
The main motors are of a standard 
L.T.E. design as supplied by the G.E.C. 
for other duties on London Transport 
railways, but have been slightly modi- 
fied by the L.T.E. to give them charac- 
teristics similar to those of the motors 
in the earlier locomotives. It is there- 
fore possible to operate the pre-war and 
post-war locomotives in multiple if re- 
quired. As modified, the motors are 
rated at 210 h.p. (1-hr.) and 150 h.p. 
(continuous). 

The principal change in the construc- 
tional features of the new locomotives 
concerns the method of handling the 
batteries. Runners are permanently 
built into the body to carry a small 
lifting device, which can be positioned 
so as to reach any cell, raise it, and 


lower it through a trap-door in the 
floor. This procedure is found more 


convenient for maintenance purposes 
than the original system of lifting the 
cells out through removable portions of 
the roof. by means of an external crane. 

The locomotives and the equipment 
have been designed under the direction 
of Mr. W. S. Graff-Baker, Chief 
Mechanical Engineer (Railways), Lon- 
don Transport. Executive. 


SWEDISH LLOYD SAILINGS.—The British & 
Northern Shipping Agency Limited has 
recently issued the Swedish Lloyd sailing 
list for the summer season. The list deals 
with sailings between London and Gothen- 
burg up to September 30. and gives useful 
information on tickets and fares, catering, 
passports, luggage, and other details, as 
well as the lists of sailing dates. 


ENLARGED B.I.S.R.A. LABORATORIES — IN 
Lonpon. — The British Iron & Steel 
Research Association announces that it has 
acquired the whole of the light industrial 
premises at 140, Battersea Park Road. 
London, of which the physics, chemistry, 
and plant engineering laboratories now 
occupy about one quarter of the space. 
This will make available some 43.000 sq. ft. 
of additional laboratory and office accom- 
modation, until recently occupied by the 
research department of Powell, Duffryn 
Research Laboratories Limited. The Plant 
Engineering Division and Chemistry 
Department, including the Corrosion & 
Refractories Sections, will move into the 
new accommodation as soon as necessary 
alterations have been sufficiently com- 
pleted, and the move will probably be 
completed in the autumn. This in turn 
will make possible an expansion of the 
physics laboratories. 
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Waterloo and the South Bank Exhibition 





Part of the exhibition site seen from Waterloo Station roof 





Entrance to Waterloo station from Yor Road. Fluorescent lighting is aoe on apo ‘h read, using G. E. a anak 
each with three 5-ft. 80-W. lamps 
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British Railways Festival Exhibits 
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British Railways exhibits at the South Bank: (top) Southern Region 1,600-h.p. express passenger diesel-electric 
locomotive ; (centre) electric locomotive for Manchester-Sheffield electrification ; (bottom) “* Britannia” class 
4-6-2 locomotive, “* William Shakespeare” 
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Shunting Locomotives for Steelworks 


MONG the orders recently com- 

pleted by W. G. Bagnall Limited, 
Stafford, are three 0-6-0 type saddle 
tank shunting locomotives for deli- 
very to the Margam works of the Steel 
Company of Wales Limited. They 
were designed and built to the require- 
ments of the firm and embody 
details and features of construction 


which have become standard on Bagnall 
locomotives supplied to the firm ove 








Bagnall 0-6-0 saddle tank s 


Three 0-6-0 saddle tank engines 
embodying special _features 


a number of years. Features have 
been incorporated to facilitate mainten- 
ance and servicing. The locomotives are 
required to haul seven ladle cars of 65 
tons gross weight each up an incline 
of | in 100, and to traverse curves of 
170 ft. radius. 

The frames are of robust construction, 
the main frames being 14 in. thick, and 
the buffer beams 3 in. thick. The buffer 
beams extend to within 5 in. of rail level, 


and act as rail guards, derailing ba 
and also protect the locomotive fri 
damage which may be caused by ma 
rial lying too near the track. Hea 
type buffers are fitted and the drawl 
has a shank 24 in. dia. 

Special features incorporated inclu 
single, double-row self-aligning, rol 
bearing, cast-steel axleboxes supplied | 
the Skefko Ball Bearing Co. Ltd., fitt: 

(Continued on page 562) 





hunting locomotive 
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Diagram of the principal weights and dimensions of the locomotive 
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Rubber-Tyre Coaches in Switzerland 


Important weight reduction, compared with standard lightweight 


stock, 


if TEREST in the possibilities of 

rubber-tyre railway vehicles for 
se: ice in Switzerland dates from 1938, 
wl.en delegates from the Swiss Federal 
Raiways attended trials of a Michelin 
electric railcar in France. Joint develop- 
mcat work put in hand by Schweizer- 
Wagons-und Aufzugsfabrik, 
Scilieren-Zurich, and the French 
Michelin company (Robert Puiseux et 
Cic.), but was interrupted by the war, 
and not resumed until 1946. 

\ year later the plans for such 
stock were approved by the General 
Management of the Swiss Federal Rail- 
ways, Who ordered one third class coach 
of normal steel construction and one 
second class coach built of light alloys. 


sce 


vehicle. These comparisons are tabu- 
lated in more detail below: 


Tare weight 


Tons cwt. 
Standard lightweight coach (second 
class) ... ase ons ons on 29 «=O 
Second class rubber-tyre coach on 12 10 
Standard lightweight coach (third 
class) ... eta aa eas od > 
Third class rubber-tyre coach ate 14 3 


The seating capacities of the new 
second and third class vehicles are 46 
and 76 respectively. 

Lightweight Body Construction 

In both vehicles the body framework 
is of self-supporting girder construction. 
The steel body frame of the third class 
coach is made of very thin sheet steel 
sections and angles, mostly spot-welded 


in experimental vehicles with Michelin-type_ wheels 


Sheet and by the body uprights. All 
joints are spot-welded. The roof is 
formed of two longitudinal tubular 
members, curved crosspieces, and sheet 
‘04 in. thick with stiffeners. Some of 
the joints in this structure are riveted and 
others welded. 

For convenience of manufacture, the 
headstocks, the cross-members carrying 
the bogie pivots, and the frameworks 
for the side entrance doors are of welded 
steel construction. To the total body 
weight of 3 tons 4 cwt., light alloys con- 
tribute just over 2 tons 4 cwt. and steel 
nearly | ton. The weight reduction 
compared with a standard lightweight 
coach body is 69 per cent. 

Both types of body were subjected to 





Light-alloy coach of the Swiss Federal Railways, running on rubber-tyre wheels 


The bodies have been built by the 
Société Industrielle Suisse, and the 
two pairs of five-axle bogies by the 
Etablissements Carel, Fouché et Cie. 

Both vehicles have been in trial ser- 
vice since December, 1950, on light 
expresses running between Berne and 
Lucerne, with occasional changes of 
duty for excursions or other special pur- 
poses. Their construction was described 
in the January, 1951, issue of the 
Bulletin des C.F.F., from which the fol- 
lowing details are taken. 

Internal Similarity 

The two coaches are similar in internal 
arrangement, having a central entrance 
vestibule between the smoking and non- 
smoking sections. In comparison with 
the standard all-steel lightweight stock, 
the overall length has been reduced by 
4 ft. 7 in. and the height by 4 in. The 
reduction in weight is noteworthy, 
amounting to 50 per cent. in the third 
class and 57 per cent. in the second class 


together. The underframe consists of 
longitudinals and crossbars on top of 
which is welded corrugated sheet steel, 
approximately -03 in. thick. Steel sheet 
of similar thickness is used for the side 
walls, and the same material, -02 in. 
thick, for the roof, stiffeners being 
attached to the inside surfaces of both. 
The completed body weighs 4 tons 
18 cwt., representing a reduction ot 
52 per cent. compared with the standard 
lightweight coach. 

The floor of the second class light 
alloy coach is built in a novel manner 
that affords maximum resistance to com- 
pression with the minimum amount of 
material. It consists of aluminium sheet 
‘04 in. thick, bent to form box-shape 
longitudinal members which interlock 
with each other. There are 30 such 
members, each 65 ft. 7 in. long, and the 
whole floor weighs 114 cwt. 

The side walls are of sheet approxi- 
mately -05 in. thick, strengthened on the 
inside by members of -06 in. corrugated 


vertical loading and compression tests 
during construction. The vertical force 
applied was 24 tons 12 cwt., while the 
longitudinal compressions were 69 tons 
and 79 tons 16 cwt. These were with- 
stood in a satisfactory manner consider- 
ing the light construction of the body- 
work. 


Bogies and Wheels 

The type of five-axle bogie used in 
both vehicles has a frame built up of 
two tubular side members and six cross- 
members of similar shape, all of sheet 
steel and assembled by arc welding. The 
five axles do not rotate, and are attached 
to the frame by two resilient linkages 
which restrain longitudinal movement 
but allow a certain amount of lateral 
play. 

This form of suspension is sufficiently 
rigid to relieve a burst tyre of its load 
completely, the weight being shared be- 
tween adjacent wheels, which can carry 
it for some time without reducing speed. 
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Consequently it is not necessary to 
change a wheel at once in the event of 
a burst. 

The hub of each Michelin-type wheel 
rotates on its axle on two roller bear- 
ings, and the wheel and brake drum are 
attached to the hub. The tyre is secured 
to the rim as in road motor lorry prac- 
tice. It consists of an outer cover with 
a metallic supporting frame, and an 
inner tube of circular section which is 
inflated to a pressure of between 114 and 
128 Ib. per sq. in. A tyre of this type 
has a maximum continuous _ load- 
carrying capacity of | ton 34 cwt. at 
77 m.p.h. All wheels except those on 
the middle axle of each bogie are flanged 


in accordance with normal railway 
practice. 
Each tyre incorporates a _ pressure 


gauge showing its degree of inflation, and 
an electrical contactor which closes to 
complete the circuit to a warning lamp 
if the pressure falls below 92 Ib. per 
sq. in. 

The body of the third class coach is 
supported on each bogie through four 
coil springs and a linkage system rest- 
ing on the bogie bearing surfaces. In 
the second class coach four bearers on 
the body rest on articulated links 
attached to torsion bars in the bogie side 
frame members. Adjustment of the sus- 
pension systems proved very critical 
because of the light weight of the 
bodies. Hydraulic damping was neces- 
sary to control and suppress movements 
of the bodies relative to the bogies, and 
numerous trial runs were made to test 
its effects. 

Two brushes on the bogies bear on 
the track and provide an electrical con- 
nection between the rails, mainly for the 


Shunting Locomotives for Steelworks 
(Concluded from page 560) 


with manganese-steel liners: liners of 
similar material are also fitted to the 
axlebox guides. The springs are under- 
hung, and the axleboxes have enly one 
guide lip, which is on the inside. No 
arrangements have been made for the 
lubrication of the manganese surfaces 
since this was not considered necessary. 

The coupling rods, connecting rods, 
and eccentric rod big ends are fitted with 
self-aligning roller bearings, also manu- 
factured by the Skefko Ball Bearing Co. 
Ltd. The locomotives are provided 
with outside cylinders and Walschaerts 
valve gear which operate 8 in. dia. 
piston valves. 

The piston valve heads are each fitted 
with four normal piston rings. The 
weight of part of the valve rods, lifting 
links, and die blocks, is balanced by 
counter weights integrally forged on to 
to the reversing shaft arms. This feature 
reduces the force required on the re- 
versing lever. The slidebars are heat 
treated and hardened by the Shorter 
process on the surface in contact with 
the crossheads; the piston rods are fitted 
with metallic packing. 

The boiler has a steel firebox, and an 
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purpose of track-circuited sections. 
They also serve as a return path for the 
train heating current and earth the 
coach body. 

The drum type brakes on each wheel 
are operated hydraulically, but are con- 
trolled by the normal air braking system 
through a special device that converts 
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seat weighs 140 lb., being made of | |u- 
minium tube and sheet with rub er. 
upholstered back, headrests, and « m- 
rests. Luggage racks with an alumin im 
tubular framework are mounted on he 
side walls of both vehicles. 

A lighting dynamo on each coac is 
driven by bevel gearing and a car an 


Five-axle bogie with rubber-tyre wheels 


any given air pressure into a correspond- 
ing pressure of oil. 

The interior panelling of the third 
class coach is covered with an artificial 
leather material, and that of the second 
class vehicle with Textolite plastic. 
Each complete third class seat for four 
passengers, built on a steel and alu- 
minium tubular framework, weighs 
64 Ib. The corresponding second class 


Owens patent balanced regulator is fitted 
in the dome. Cast-iron rocking and 
drop-gates are fitted, operated from the 
cab; the locomotive is designed to burn 
patent fuel in b!ock form. A self- 
discharging hopper ashpan is fitted with 
two hopper doors, also operated from 
the cab. The boiler is lagged with 
asbestos mattresses cased in steel sheets. 
Klinger reflex water gauges are pro- 
vided, and an Everlasting blow-off cock, 
which can be operated by a hand lever 
irom the footplate, is fitted to the 
front of the firebox. 

The smokebox, which is self-cleaning, 
is of the circular type, and is supported 
on a fabricated steel saddle. The front 
plate is fitted with an asbestos joint ring 
for the door, which ensures tightness. 

The saddle tank is rigidly fixed to the 
main frames and smokebox and is of all- 
welded construction throughout. The 
cab is also welded and is provided with 
side shutters and roof ventilator. All 
windows in the cab are made to open, 
and are fitted with armour plate glass, 
the rear ones being guarded by steel 
bars. 

Four steel fabricated sandboxes are 
provided and are fitted with Lambert 
wet sanding apparatus. 

Steam brakes are provided which act 


shaft from the inner axle of one bogie. 
Two roof ventilators are fitted, with 
cable control. 

There are also two loudspeakers 
installed in each compartment. Pro- 
vision has been made for installing an 
amplifier and gramophone turntable on 
the end platform, or the loudspeakers 
could be connected to similar apparatus 
in another vehicle of the train. 


on all wheels through double brake 
blocks. The steam brake valve can be 
operated from both sides of the cab, and 
the exhaust is arranged to discharge into 
the smokebox. A Davies & Metcalfe 
steam brake cylinder lubricator is fitted 
to the steam supply to the cylinder, and 
a Wakefield mechanical lubricator ts 
provided with the feeds to the slidebars 
(through reversing cock), steam pipes. 
cylinder barrels, and valve rod guides. 
A 3-tone whistle is provided. 

The locomotives were finish painted 
Midland red, and numbered 401 to 403. 
They are known as the “400” class 
locomotives of the Steel Company of 
Wales Limited. 

The principal dimensions and other 
particulars of the locomotives are as 
follow:— 


Cylinders 18 in. dia. 26 in. stroke 
Wheels 4 ft. 3 in. dia. on tread 
Wheelbase II fe. 


Boiler pressure 180 Ib. per sq. in 


Heating surface : 


Firebox 100 sq. fe. 
Tubes ... 855 sq. ft. 
Total 955 sq. fr. 

Grate area 18-7 sq. fe. 


at 85 per cent. boiler pres- 
sure 25,272 Ib. 

Water capacity ... 1,500 gal. 

Fuel “ae me ~ aoe 

Weight in working order 52-5 tons 

Weight empty ... . 40:5 tons 


Tractive effort ... 
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RAILWAY NEWS SECTION 


PERSONAL 


. F. V. Stone has been appointed 
Mi nager of the Canadian Pacific Railway 
PD. oartment of Research. as from May 1. 


. J. E. Maggi, who, as recorded in 
ov March 9 issue, has been appointed 
4 centine Minister of Transport, had re 
ce ily been Sub-Secretary to the Ministry 
of Power & Mines. He is a civil engineer 


British Railways, Scottish Region, 
announce that Mr. W. Dunsmuir, District 
Motive Power Superintendent, Glasgow 
(North), has been appointed to the 
position of Assistant Motive Power 


Superintendent, Scottish Region. 


Swiss FEDERAL RAILWAYS 
Mr. Paul Gysler, a Member of the Swiss 
Federal Railways’ Board of Administration, 
has been appointed President of the Board, 


Mr. J. A. Clarke. MizInst.T., Chief 
Executive Officer of the Ulster Transport 
Authority, who, as recorded in our May 4 
issue, has been appointed General Man- 
ager, is a native of Londonderry, and 
commenced his business career when he 
joined the Londonderry & Lough Swilly 
Railway in 1917. Three years later he 
entered the service of the Northern Coun- 
ties Committee, with which he remained 
until 1935, serving in its Accountancy and 





Mr. J. E. Maggi 


Appointed Minister of Transport, 
Argentina 


und among the various public offices he 
has occupied are those of Minister of 
Economy, Public Works & Irrigation, Men- 
doza Province, and Director General of 
the State Centra] Electricity undertaking. 
Mr. Maggi has been First Vice-President 
of the National Power Directorate, and 
was President of the Argentine delegation 
of the Argentine-Uruguayan Technical 
Commission of Salto Grande. Following 
his appointment as Sub-Secretary to the 
Ministry of Industry, Mr. Maggi became 
Sub-Secretary to the Ministry of Power & 
Mines. 


The Railway Executive announces that 
the following appointments have been 
made: 

Mr. S. G. Hearn, Assistant Operating 
Superintendent, Western Region, to be 
Operating Superintendent, London Mid- 
land Region. 

Mr. J. McCreadie, Assistant Operating 
Superintendent, Scottish Region, to be 
Operating Superintendent, Scottish Region. 


Mr. J. A. Clarke 


Appointed General Manager, 


Ulster Transport Authority 


in succession to Mr. Emert Béguin, who 
has retired. Mr. Escher has resigned from 
the Board on his appointment as a 
Federal Councillor and Mr: Lombard has 
retired from the Board. To fill the three 
vacancies on the Board the following new 
members have been nominated: Messrs. 
Victor Gauthier, a Director of the Swiss 
National Bank; Joseph Piller, a Deputy of 
the Council of States; Henri Perret, a 
National Councillor. 


SOUTHERN REGION APPOINTMENTS 

British Railways, Southern Region, has 
announced the following appointments: 

Mr. W. Crawford, Chief Trains Clerk, 
to be Assistant to Operating Superinten- 
dent, Waterloo. 

Mr. W. H. Scutt, Assistant District 
Traffic Superintendent, Woking. to be Dis- 
trict Traffic Superintendent, Southampton. 

Mr. C. E. Collins, Assistant Works 
Superintendent, Wolverton, London Mid- 
land Region, to be Works Manager, 
Lancing, in place of Mr. F. B. Illston. 


Commercial Departments. He transferred 
to the Northern Ireland Road Transport 
Board on its formation, and was ap- 
pointed Accountent, and, within a short 
time, also Secretary. In 1941 he was pro- 
moted to the position of Chief Executive 
(Finance) and to the membership of a 
committee of four chief officers then set 
up to manage the undertaking, which posi 
tion, together with that of Secretary, he 
continued to occupy until appointed to the 
post of Chief Comptroller of the Authority 
in 1941. As such, he was responsible for 
all financial, legal and secretarial matters. 
and for the purchasing and custody of 
stores, for hotels, refreshment rooms and 
restaurant cars, and for general personnel 
matters. Later, he was appointed Chief 
Executive Officer. He is Chairman, North- 
ern Ireland Section, Institute of Transport. 


Lord Latham, Chairman of the London 
Transport Executive, has been elected 
President of the Association of Certified 
& Corporate Accountants. 
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Mr. O. M. 


Traffic Manager, Western 
Government Railways 
1948-51 


Watson 


Chief Australian 


Mr. O. M. Watson, who, 
our April 27 issue. has as Chief 
Traffic Manager. Western Australian Gov- 
ernment Railways, joined the railway ser- 
vice in 1900 as a messenger in the Perth 
telegraph operating room. He later entered 


as recorded in 
retired 


the Chief Traffic Manager's Office as a 
cadet, and after ten years in Perth. was 
transferred to the District raftic 
Superintendent's Office. Bunbury, in 1912 


Almost immediately after the declaration 
of war in 1914 he was transferred to 
Transport, Perth. where he served through- 


out the war. He was appointed Transit 
Clerk in 1922, and = Clerk-in-Charge. 
District Superintendent’s Office. Bunbury. 
in 1929. Shortly afterwards he returned 
to Perth, as Transit Officer, and he also 
served for a period on timetable work 


before being appointed Stationmaster, Bun- 
bury. in January, 1939. Mr, Watson sub- 
sequently held a series of appointments 


as District Traffic Superintendent for 
various districts until becoming Assistant 
Chief Traffic Manager & District Traffic 


Superintendent, Perth. in December, 1947 
He was appointed Chief Traffic Manager 
in 1948. 


LONDON MIDLAND REGION APPOINTMENTS 


The following staff changes have been 


announced by the London’ Midland 
Region: 

Mr. A. L. Owen. District Engineer. 
Bradford, North Eastern Region. to te 
District Engineer. Manchester. London 


Midland Region. 

Mr. A. H. Nicholson, Assistant (Wages 
Staff), Staff & Establishment Department. 
Paddington. Western Region, to be Assis- 
tant (Wages Staff), Office of Regional Staff 
Officer, Euston. 

Mr. F. H. Henstock, Assistant to Dis- 
trict Operating Superintendent. Derby. to 
be Assistant Divisional Controller (Freight 
Services), Divisional Operating Superin- 
tendent’s Office, Derby. 


Mr. S. B. Taylor. Deputy Secretary. 
British Transport Commission. has been 
elected to the Council of the Chartered 
Institute of Secretaries. 


Mr. H. C. Grayston has been appointed 
Manager of the Newfoundland District. 
Canadian National Railways, in succession 
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Mr. 


Appointed Chiet 


John Ridley 


Traffic 
Australian Government Railways 


Manager, Western 


to Mr, Frank Simpson. who has returned 
to the Office of the Vice-President in 
Montreal as Chief of Car Service for the 
system, 


Mr. John Ridley. Assistant Chief Traffic 
Manager, Western Australian Government 
Railways, who, as recorded in our April 27 
issue. has been appointed Chief Traffic 
Manager. is 62. He joined the Western 
Australian Government Railway service as 
a temporary clerk in 1911. shortly after 
his arrival from England, where he had 
had eight years clerical exnerience with the 
North British Railway. In Western Aus- 
tralia he progressed through various im- 
portant vosts in the Traffic Branch, and 
was appointed District Traffic Superinten- 
dent at Northam in 1940 He became 
Assistant Chief Traffic Manager & District 


Traffic Superintendent, Metrovolitan Dis 
trict, in August. 1949, and when it was 
decided to divide this dual position into 


separate posts, Mr. Ridley was appointed 
Assistant Chief Traffic Manager in Sep- 
tember of that year 


Mr. C. E. M. Hardie has been appointed 
a Director of Vokes Limited 


Mr. H. A. Cruse, a Director & General 
Works Manager of the Westinghouse 


Brake & Signal Co. Ltd.. has been elected 
Mayor of the borough of Chippenham. 
Wiltshire. 


East AFRICAN RaiLWays & HARBOURS 

The following appointments have 
recently been made by the East African 
Railways & Harbours: 

Mr. Allan Johnston, Acting Assistant 
Chief Engineer, to be Engineer. Way & 
Works. 

Mr. P. M. Anderson. Deputy Resident 


Engineer on the Northern 
Panganyika survey. to be 
Engineer. 

Mr. A. G, Cowley. Assistant Locomotive 
Superintendent, to be District Mechanical 
Engineer. 

mt. Jom P: 


Rhodesia & 
Senior District 


McCrindle, Assistant Loco- 


motive Superintendent to be District 
Mechanical Engineer. 

Mr. W.. Buttery. Assistant Traffic 
Superintendent. to be District Traffic 


Superintendent. 





Mr. V. 


Appointed Deputy Financial Adviser &*Chief A 


R. Rile 


Olficer, 
now 


Oudh Tirhut Railway 
on leave 


last year 
in United Kingdom 


Mr. V. R. Riley, who was appointed is 


Deputy Financial Adviser & (¢ 

Accounts Officer of the Oudh Tirhut R 
way last year, and, as recorded in 

May II issue. is at present on leave in 
United Kingdom, served in the Acco 
Department of the L.M.S.R. from 1932 
1938, when he joined the South Inx 


Railway as an Assistant Auditor. In 1940 


he enlisted in India in the Wiltshire R 
ment and after obtaining his commiss 
served with the Indian Infantry and | 
to the rank of Major. before being 
called to the South Indian Railway 
1944. In the same year Mr. Riley was 9 
moted to be Senior Accounts Office! 
charge of Traffic Accounts, and in 19 
became Senior Accounts Officer. Wo 
shops. including Workshop Sto 
Accounts at Golden Rock. in which cay 
city he also acted as non-technical ass 
tant to the Chief Mechanical Engine 
He acted as Deputy Financial Adviser & 
Chief Accounts Officer, South Indian Ra 
way, trom December, 1948, to July, 194 
when he was appointed as Deputy Chi 


Accounts Officer of the Great Indian 
Peninsula Railway at Bombay, and took 
up his present position with the Oudh 
Tirhut Railway last year. 

Mr. G. G. Glen Carlisle has been 
elected a Director of Madras Electric 
Tramways (1904) Limited. 

Mr. T. F. Lister. Chairman & Mana 


ing Director of the Hackbridge & Hewittic 
Electric Co. Ltd., has been elected Chai 
man of the British Electrical & Allied 
Manufacturers’ Association for the 
sion 1951-52: Mr. I. R. Cox, Managin 
Director of Metropolitan-Vickers Elec 
trical Co. “id., was re-elected Vice 
Chairman for the same period. 


ses 


We regret to record the death at the ag 
of 65 of Mr. J. P. Reynolds, Chairman & 
Managing Director of the Scottish Machin 
Tool Corporation Ltd. He also was sol 
partner of Reynolds & Wilson, Londo: 
Office of: Denham’s Engineering Co. Ltd 
John Pickles & Son (Engineers) Ltd.; Fredk 
Town & Sons Ltd.: Halifax & Snow & Co 
Ltd.:; and London, Midlands and Expo! 
Office of the Scottish Machine Too 
Corporation Ltd. 
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. . e . . . 7. 
British Transport Commission Statistics (Period No. 3) 
Summary of the principal statistics for the four-week period ending March 25 
STAFF 
British Road 
B.T.C 3 ritist I Road Passenger 3 Dox Railway Commer- 
Head a Lis T: saci Services (Provincial Hotels & choca] MP nipepeiane Harb Clea z cial Adver Lega Films Total 
Office always ansport (Road & Catering Marine Waterways Wrarves iene ‘annie 
Haulage) Scottish) 
N 245 597,819 98,962 76,277 59,515 17,586 6,255 4,889 9,778 664 205 284 33 882,512 
1,946 469 103 47 142 137 5 27 - 1 1,095 
LONCCN TRANSFCRT 
BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS | 
Inc. or de - nc. or dec 
Passe a per cen a Zs per cent 
Four weeks Aggregate for purneys over 1950 = over 1950 
(Period No. 3) twelve weeks 
000 000 
195] 1950 1951 1950 Railway 47,894 4-4 17,025 5-6 
Buses & coact 213,007 0-2 24,754 3-6 
Trams & trolleybuses 74,007 18-3 7,097 17-1 
000 00 000 £000 
iid . — é sins Tota 334,908 5-2 48,876 3-2 
sengers 7,400 6,716 18,932 18,869 
els, etc., by passenger train 2,464 2,196 7,112 6,382 
chandise 7,242 6,595 21,225 19,103 INLAND WATERWAYS 
erals 2,603 2,434 7,869 7,109 - : 
il & coke 6,804 5 707 20.012 16 809 Tonnage of traffic and ton miles 
vescock 74 99 207 280 
7 Inc. ¢ : Inc. or dec 
26,587 23,747 75,357 68,552 Tonnage | per ¢ Ton aaa aaa 
. — »ver 1950 miles over 1950 
5 Raliw y 
& D. & other road service 738 693 2,218 2,036 
7 000 000 
V él 1729 517 
sabes . i . a Coal, coke, patent fuel & pea 431 1-8 5,708 43 
1 Transport Liquids in b 169 17-5 3,758 17-8 
uilways 12U1 1.117 3,599 3,332 Gen andi aad >t _— ti 
ses & coaches 2,416 2,351 7,011 6,837 7 
ams & trolleybuses 740 823 2209 3'425 Tota 86 0-9 13,818 0-9 
4,367 4,291 12,819 12,594 
BRITISH RAILWAYS 
h Road Serv i iti 
eight charges, etc 5.935 4.514 16.728 13.084 Rolling Stock Position 
Road Passenger Transport 2,853 2,517 8,087 7,314 Chisnsania Number Available Serviceable 
; aa > ppt ne under operating stock 
Harbours & Wharve 932 883 2,704 2,554 stock repair stock in 1950 
1 Waterway 135 116 368 344 
& Catering 11 19] 9 Locomotives 19,566 3,165 15,716 15,813 
. ” ames ’ — Coaching vehicte 58.059 5447 52.612 51,560 
Freight wagons 1,108,286 71,689 1,036,597 1,021,012 
BRITISH RAILWAYS 
. Passenger Journeys (Month of February, 1951) 
Full Monthly Excursions Other ‘ Season Inc. or dec 
Pits sence Waals thee ack ieceutaakana Workmen aiaivad Total per cent 
fares e p di et Jescript ickets | over 1950 
4,852,000 7,307,000 14,640,000 3,037,000 17,692,000 17,341,000 64,869,000 \ 0-6 
BRITISH RAILWAYS 
Freight Tonnage Originating and Estimated Ton-Miles (Period No. 3) 
Inc. or dec 
Minerals Merchandise Coal & coke Livestock Total per cent 
j over 1950 
' 
« 000 000 000 000 000 
es Tons originating 4,618 4,196 13,474 45 22,333 2:2 
i Ton-miles ; 395,753 573,640 865,053 1,834,446 1-0 
[ | 
CC . 
* Includes livestock 
CK 
BRITISH RAILWAYS (Period No. 3 
Locomotive coal consumption 
in Tota! stear Tota! electric Total Freight train- Net ton-miles 
coaching coaching freight miles per train per total 
10 train-miles train-miles train-miles engine-hour engine-hour 
1o Total tons Lb. per 
td engine-mile 
dh 
( 1951 a 12,695,000 3,497,000 11,079,000 8-0 598 1,047,000 64:9 
0! 
Co 1950 a“ 14,125,000 3,713,000 11,331,000 8-3 585 1,095,000 64-5 
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Ministry of Transport Accident 


Colonel R. J. Walker, Inspecting Office: 
of Railways, Ministry of Transport, in 
quired into the fire which occurred at 
4.56 p.m. on June 8, 1950, near Beattock 
Summit in the 11 a.m. express, Birmingham 
to Glasgow Central, consisting of eleven 
coaches drawn by a Class “6P” 4-6-0 
engine, and by which five passengers—one 
man, two women, and two small children 

lost their lives. No person was injured. 

Traffic on both lines was stopped at 
5.7 p.m. and single line working over the 


up line instituted at 8.39 p.m.; normal 
working was resumed at 10.30 p.m. Con 
siderable dislocation of miain-line traffic 
resulted. Fire brigades. warned by tele 
phone from a_ nearby farmhouse at 
5.10 p.m. arrived between 5.30 and 
5.55 p.m. and the fire was under control 
15 min. later. It was not possible to dis- 
cover whether anyone remained in_ the 
burning coaches until 6 p.m. It was 
fine, dry, warm day with a 15 m.p.h. breeze 
blowing against the direction of the train 
The fire had begun unchkr a seat in the 
sixth compartment of the second vehicle 


from the engine, a composite corridor 
coach, No. 4851, and enveloped it and the 
next coach, a corridor first class. No. 1073 
Both were gutted and all personal property 
and luggage in them lost There were 
three soda acid extinguishers available. one 
in each guard’s van and another in the res 
taurant car. Of the who 
died, one had seated in anothe: 
compartment three min. earlier and the 
man was not even in the same coach then 


passenger 


been 


Course of Events 
The train had left Birmingham at 11 a.m 
and stopped at Wolverhampton and Crewe 
reaching Carlisle, 15 min. late, at 3.56 p.m 
It left there at 4.2 p.m., 12 min. late. and 
passed Beattock North signal box at 4.46, 
having regained two min. The signalman 


at Greskine box watched it pass at 4.53 
and, at about the same time. the fireman 
looked back along the right-hand side and 
a passenger walked up coach 4851. Every 
thing appeared perfectly normal Three 
min. later the communication cord was 
pulled—no doubt by someone in the com 
partment where the bodies were found 

and smoke was seen pouring out of the 


vehicle and the leading end of the next one 


The driver stopped the train in about 
80 yd. and two passengers in the fourt 
compartment of coach 1073 had to make 
their way along the corridor already full 


of dense smoke and overpowering fumes 
They were unable to see. and. groping thei 
way to the rear, managed to open a window 
in time to same themselves from being 
overcome. By the time the train stopped 
the rear half of coach 4851 and the gang 
way at the leading end of coach 1073 were 
burning fiercely. The other passenger. 
had walked up coach 4851 just 
emerged from the toilet and found 
smoke and heat, but reached door and 
was helped out by a ganger who endea 
voured unsuccessfully to examine the com 
partments but was forced back. He thought 
that he saw a woman’s body in the fourth 
compartment. The whole incident, includ 
ing the change of position of the 
sengers, almost certainly happened in a 
minute or less; the only passenger to 
escape in the coach was the one in the 
lavatory compartment. 

The train was promptly divided between 
the third and fourth coaches and the lead- 


who 
detore 


much 


pas 


Beattock Summit, Scottish Region, 
British Railways: June 8, 1950 


ing portion drawn forward A further 
division was made between the first and 
second, leaving the burning vehicles iso- 
lated. As some anxiety was felt for the 
coaches left on a | in 74 gradient, sleepers 
nd chocks were applied to the wheels. 

[he report goes in detail into the posi- 
tions in which the bodies were found: the 
fact is that all were in quiet. 
ittitudes and showed no signs of 
gle or attempt to Consulta- 
with medical and other experts con- 
vinced Colonel Walker that the victims 
were killed almost at once, if not instantly, 
by a sudden blast of extremely hot 
The report gives a techn cal descrip- 
tion of the construction of the vehicles 
involved and their condition after the fire, 
supplemented by diagrams. Several inter- 
esting and peculiar regarding the 
extent of the burning 


essential 


restful 


Stru escupe,. 





tions 


Lases 


also 


details 


course and process 


emerge from this part of the document 
Evidence and Conclusions 

As in the inquiry into the fire in the 
train at Penmanshiel tunnel on June 23. 
1949, also conducted by Colonel Walker. 
t was necessary to ea considerable 
evidence He heard 19 persons, in- 
cluding passengers, members of the 
train crew. lineside staff and others, and 
Observes that despite “the extraordinary 


ind force with which the fire 
burst out and which naturally 
Sternation among the 
yielding evidence more in the form of im- 
pressions than clearly remembered 
when he considered the a 
whole he felt satisfied t! gave, beyond 
reasonable doubt. a true account of what 
happened and was sufficiently full to make 
t unlikely that anything else could have 
done SO 

Colonel Walker 


persons in a 


suddenness 
caused con- 
few who saw it. 


facts. 


~vidence as 


how five 
CO ild oe killed 


had to consider 
compartment 





so quickly that they m no effort to 
escape or protect themsel ind yet how 
was it possible for one of them to pull the 





communication cord? Also. why did a 
passenger move from her own into the 
fatal compartment and why were some 





found near the end of the 
Where did the man come from 


belongings 


COl idor : 


who was not in the coach at all immedi- 
ately before, and why was he found sitting 
n the corner seat where ttle girl had 
been seen by one of the restaurant cal 
ittendants who passed along short time 
previously The most vital pieces of 
evidence bearing on these problems were 
first. that the victims had been killed 
nstantly. and, second, th sixth com- 
partment had been closed after Carlisle 
while the others are known to have been 
open 

After considering the possibility of slow 


rapid carbon. monoxide  pgisoning. 
which certain circumstances of the 
appeared to rule out, Colonel Walker con 
cluded that a wave of extremely hot gases. 
probably containing a high concentration 
of carbon monoxide enveloped 


ease 


suddenly 


the victims. rendering them unconscious 
instantly. An ordinary fire burning in the 
open, however rapidly and fiercely it 
spread, could not do so Even if some 


highly inflammable liquid had been ignited 
in the fourth compartment. unless perhaps 
n large quantities. there would have been 
some sign of movement by the victims, but 
that would have ruled out the pre- 
sence of passengers from outside it. It 


also 
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Report 


must be concluded that the fire origin 
outside it and that gases entered it in fi 
as the result of some explosion 
Weighing — all these 
Colonel Walker reconstructed the cours 
events as being substantially as folk 
Some time before the train reached ¢ 
lisle a lighted match or cigarette end ¢ 
lessly thrown down in the sixth com; 
ment found its way under the heater 
neath the facing seat into a collecti 
dust and paper in the angle of the fl 
and rear soft wood partition, startin 
smouldering fire, which spread to the 7 
tition and probably to the hair interio 
the seat and back cushions. It smoulde 
for 50 min. or longer. and little ot 
smoke would be seen by a passer-by. 1 
fire was using up the oxygen and torm 
carbon monoxide and highly inflamma 
gases of distillation from burning mater 
The temperature was rising quickly 
doubt it was escaping gas that was notic 
by the car attendant and the woman 
the compartment ahead. who felt he 
under the seat there. As long as the ga 
were contained in the compartment tl 
could not ignite, from insufficiency of ox 
gen, but the fire continued to smould 
burning a small hole between the sixth a 
seventh compartments. whence 
smoke escaped into it and down the ¢ 
ridor of the following coach 
was at first minute, but once mixed wit! 
large quantity of air, the 
did not 1 travelling along as 


considerat 


» 


gases 
This escay 


gases cooled 
ignite, 
and fumes. 
The man later found dead was probab 
sitting in a leading compartment of 1 
third coach and went forward to inves 
gate. Probably he saw smoke in t 
seventh compartment of the othe 


1 


and more in the sixth and, not realising tl 


smo} 


Coa 


potential danger, went to warn anyor 
further forward. He told the woman 

the fifth compartment that there was 

fire; no doubt they went together into tl 
corridor and saw the other woman wit 
the two children in the sixth compar 
ment. Probably the man entered. told he 
to collect her things. and himself pullec 
the communication cord. while the litth 


girl came to the door The first womar 
had by then thrown her belongings dows 
the corridor Although they realised that 


the situation was dangerous, Colone 
Walker feels sure that they had no ide 
of its nature or imminence. and quiet 


helped the woman and her children \ 
this moment. the hole in the partitior 
having increased, the gases ignited, raising 
the temperature to a_ high 
breaking a window on the corridor 


degree an 


side 


The main volume of gas mixed with th 
air, ignition followed, and there was 
slow explosion in the corridor, perhap 
also in the compartments where door 


were Open. The heat was much more tha 
enough to kill anyone within range of the 
blast and set the coach on fire. Much of 
the evidence was in complete conformit 
with this, and when the ganger entered the 
coach the original flash had taken plac 
and the victims were dead. There was 

second case of this process after the trai 
stopped. The presence of a baffle above 
the corridor dividing door in coach 4851 
contributed to the gases finding their way 
quickly enough in sufficient quantity inte 
the fourth compartment to kill as rapidly 
as they did. Photographs taken soon afte! 


the train was divided show clearly the 
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al ity of gas being produced and forced 
a the corridor in the direction of the 
W 

Remarks and Recommendations 

s part of the report also is necessarily 
lel y. It deals with technical questions 


relat ng to the ways in which such fires 
can start smouldering and building up 


his emperatures. so leading to a sudden 


exp.osion An interesting point was the 
W n which the j{-in. plate glass of the 
W ws was able to withstand these tem- 
per. ‘ures, probably due to the rise being 
g \ This fire was of an unusual type 
t cur in a train, and several unrelated 
factors had to coincide It was extra- 
0 ry that nobody walking by noticed 
sis of fire. Three persons passed the 


ig compartment-——one of them twice 

| failed to do so, probably because 
nouldering was under a seat and in 

sit iw upholstery. The well-fitting doors 
vindows prevented smoke from pe! 

In considering how such fires could be 
led. Colonel Walker examined similar 

All had been well cleaned but. 
y there was a greater or lesser amount 
of dust and so on, and material that could 
sn der for a long time collected under 
the seats, where it was extremely awkward 
to clean because the heaters. 3 ft. long. are 
d only } in. from the floor and the 

Se are not removable This design is 
considered not satisfactory and it is recom 
ended that it be improved in all future 
couches. The simplest and most effective 
doing this is to make the seats 

Any disadvantages would be 
veighed by the ability to clean 
thoroughly underneath them. If not feas- 


Co cs 


c 


Wil oO! 
removable. 


ible on existing coaches, special cleaning 
neusures should be adopted. Unprotected 
d board partitions involve unnecessary 
fire risk, but it has now been decided to 


isbestos board and fix a wire mesh 
grill to limit entry of rubbish. Without 
removable seats this is insufficient, and, 
( yne] Walker considers, would lead to 
dust collecting where could not be 
red. 

[he report pays a tribute to the passen 
gers who, without thought for themselves, 
entered the compartment and so lost their 

s, and the railway staff. such as the 

men and ganger. receive high praise 

their quick and effective action. The 
sistance of numerous experts, fire brigade 
ollicers, fire research staff and others is 
gratefully acknowledged 


Fire Precautions in Coaches 
he report emphasises that to discuss the 
le problem of coach design and relative 
ts of the different designs, such as all- 
steel, partly steel or wood, etc., would be a 
evgthy task, while partial treatment 
would be misleading, but agrees with the 
decision not to adopt all-metal construction 

Great Britain. Fire risk in itself is not 
sufficient reason for changing from a well- 

d and generally satisfactory design. 
Nevertheless, as long as there is a wooden 
will be the pos- 


| 
I 


rior to a coach there 


ty of fire. li an all-metal coach 
Ss not adopted careful attention to design 
will be needed, with provision of means of 
id escape in emergency and adequate 
fire-fighting preparations. The details 
ady referred to should receive consi- 


deration for existing coaches and designs fo 
ure stock, 
Che question of the use of clear cellulosz 
quer, responsible for the fire at Pen- 
manchiel tunnel, is at the root of present 


public concern over fires in trains and is of 
Despite the difficulties, 


Major importance 
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energetic measures have been taken and the 
removal of this lacquer will be completed 
in about 12 months. No more than this 
could be expected. The 
Beattock fire were finished in a matt 
lacquer, in use for 13 years past This 
is not so sensitive to ignition as the clear 
type, but has a_ rapid flame spread. 
Although not the cause of the fire, nor 
of the deaths, it probably contributed 
slightly to the subsequent conflagration 
The problem is not so urgent, but it is 
recommended that this lacquer be replaced 
in existing soon as circum 


Stances permit 


coaches in the 


coaches, iS 


Means of Escape 

The degree of acceptable fire risk 
depends largely on trom a 
couch and means of emergency escape. The 
provision of doors has varied from time to 
1939 the 


ease of exit 


time as designs have changed: in 





policy was to provide not only end doors 
in corridor stock but additional doors also 
in the corridors and cross-gangways. In 
the new standard design there will be at 


least one door or pair of doors between the 


end doors on the corridor side, but none in 
the compartments, and in third and compo 
site coaches an intermediate door on that 
side, reached by a small transverse corridor. 
This gives ample emergency exit facilities 
but it considered whethe! 
there should be 
partments themselves or existing Means are 
sufficient. 

The necessity for evacuating a compart- 
ment is greater in fire than any other kind 
As long as there are wooden 


rom one 1s 


remains to be 


such means in the com 


of accident. 


interiors some emergency exit 


desirable In many coaches tceday exit 
would have to be made through the ven- 
tilators over the windows, or by breaking 


the latter. Women would almost certainly 
find it too difficult to break a window and 
isk from jagged glass 


standard 


there is considerable 
If corridors are blocked the new 
compartments are DY no 

particularly in great urgency, but +t 
practical remedy, not disproportionately 
affecting amenities and comfort, is not easy 
British structure gauge 


enders it necessary to curve carriage sides 


means easy to 


leave. 


to suggest The 


towards floor level, and the Continental 
straight window, lowering right down, Is 
impracticable. It is recommended to study 


this and consider the provision of emer- 
gency exits in compartments having wooden 
r other inflammable interiors. Curved 
glasses, althcugh much more expetisive, and 
‘toughened” glass, might be practicable 
Sleeping cars present a special problem 
n this respect, as their passengers are segre 
gated and might not become aware of an 
time: also 








emergency for a considerable 
there is much interior woodwork and other 
inflammable material, bedding. 
There are a gas water heater in the pantry 
and two cylinders beneath the floor. It 1s 
possible that no one may walk through the 


corrider for several hours and a small fire 


such iS 


might burn unnoticed all that time. Risk 
of fire and probable consequences are 
greater than in ordinary coaches. In the 


cars in use there is no means of escaping if 
the corridor is blocked, save by breaking 
windows. and as many as four persons 
night have to climb out. If the corridor is 
’ is through the two end 
would 


not blocked exit 
loors, but were one end biocked all! 
have to make their way down the narrow 
Experience shows how difficult it 
is for even one or two to reach the end 
through smoke and fumes. Narrowness 
adds to the difficulty of breaking windows. 

Colonel Walker considers that sleeping 

rs, particularly third class holding up to 
sufficiently provided 


rridar 
COrricor. 





28 passengers. are not 
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with means of escape and that this should 
be rectified in new cars. An intermediate 
door in the corridor is needed also, and 
in compartments there might be windows 
to lower fully, perhaps with curved glass, 
or which could be discarded in emergency. 
This should be considered in the new open 
centre corridor coaches, designed for 64 
passengers and provided with two doors 
each end. If one end were blocked there 
might be an uncontrolled rush to the other, 
is happened at Westborough, seriously 
aggravating the results of the fire 


Fire Fighting 
General practice is to carry an extin- 
guisher in every dining, kitchen and sleep- 
ing car and guard’s van, although two 
former companies placed them in all cor- 


ridor coaches, so that the Western and 
Southern Regions are still largely so 
equipped. There are various types, many 
of the soda-acid pattern. It has been 


decided recently that the water-CO pat- 


tern is more suitable beciuse it does not 


corrode and is easier to work and main- 


tain he CO, gas or foam types are used 
n kitchen, dining and sleeping cars where 
there is electric power. To eliminate 


waste of precious time it ts recommended 
that as long as there are wooden interiors 
there should be an extinguisher in every 
corridor couch as well as tn the vehictes 
now provided with them. 

Train crews and dining-car staffs are to 
be instructed in the use of hand extin 
guishers. and demonstrations are being 
given. This should be regularly continued. 
A standard procedure would be advisable. 
to be adopted in the event of fire. so that 
each man would know exactly what he 
had to do. Smoke and fumes travel quickly 
and dangerously through the corridors of 
a whole train, threatening to overcome 
people or cause panic in coaches far re 
moved from the fire 

It might be advisable to ensure that 
gangway idjacent to the fire are 
closed as soon as possible. after confirming 
that nobody remains Perhaps a 
man could be made responsible for looking 
after passengers and keeping them informed 
of what ts occurring Two passengers at 
Beattock said they felt no one was in 
charge, or knew what was happening, but 


doors 


inside 





probably were on the side of the train 
where they could not sce what was being 
done. Some contusion was to be expected. 
but it might be prevented in future if a 


man were detailed to deal with 


Colonel Walker has nothing but 
for the way in which all handled a difficult 
situation at Beattock. His recommendations 
are intended, “not as a criticism of the 
new coach designs which. on the contrary. 
represent a notable advance in several 
ways. including safety, but as an indica- 
tion of the directions in which fire protec- 
tion improvements could, and in certain 
cases should, be made.” There are many 
other factors to be taken into account, and 
the problems involved are far from simple 
Responsibility for designing a safe and 
suitable carriage with the Railway 
Executive: the decision on what is_ best 
must also rest with it. These recommenda- 
tions will cost money. Nevertheless, little 
imagination is needed to visualise the terri- 
fving effect and possible disastrous results, 
of a rapidly spreading fire in the enclosed 
space of a moving carriage. Though a 
serious case, involving fatal or injurious 
results. has only occurred four times in the 
past fourteen years, the hazard should not 
be considered small on that account: risk 
is always present. and consequences cer- 
tainly not negligible. So long as there is 
risk. and there are reasonable steps to 
remove or mitigate it. they should be taken. 


if 


praise 


rests 
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Reorganisation of the South 
Eastern Division, R.H.E. 


fo bring al! long-distance traffic tn and 
out of the Metropolitan Area of the South 
Eastern Division of the Road Haulage 
Executive under control and operate 


it directionally, the Executive is reorganis 


one 





ing it on a functional rather than a geo 
graphical bas 

The ups within the area are being 
placed under three functional managers 
charge of directional services, general se 
vices. and contracts. Groups outside the 
Metropolitan Area but within the Sout! 


Eastern Division are being placed under the 


control of an officer styled the District 
Manager. Home Counties District. 

The first stage, the re-allocation” of 
Groups te the responsibility of the new 
managers, takes effect on May 20 Stage 
two, for which no time limit is set, Is a 
gradual re-allocation of depots, vehicles 
and trattics to the three services. St! 


three. the completion of the re 


will take at 


yrganisation. 


east SIX months 


Existing Depots Used at First 

[he new nitially 
from existing depots, but it Is expected that 
Directional Services will early require larger 
properties Headquarters has taken ove 
the responsibility of negotiations with the 
Railway Executive to secure available sites 


' 1 ' 
districts will operate 








A plan for the separate control of parcels 
and smalls traffic within the South Easte! 
Division has already been approved by 


headquarters. The traffic will be controlled 
by a functional manager with the title of 


London Parcels Manager: directly respon 
sibte to him will be managers for each of 
five areas 

The Smalls Metropolitan rea will 
control all smalls traffic as distinct 
from parcels in the Metropolitan Area 
three Parcels Areas will control all parce!s 
traffic throughout the Division: and the 


Import & Export. Trunk Pool, and Cartage 
Services wil control shipping traffic. pro 
vide trunk service vehicles and control the 
cartage and transfer services which onerate 
within the Division 


Coaling and Ash Disposal 
Plant at Dunfermline 
A further stage has been reached in the 
scheme of improved facilities for the speedy 
turnround of locomotives at the Dunferm- 


line Motive Power Depot in the Scottish 
Region to meet present-day requirements 
and alse to provide for the increasing 


traffic arising from the extending Fife and 
Clackmannan cogfields 

Construction has been completed recently 
of a new electrically operated mechanical 
coaling plant of 200 tons capacity, the in 
stallation of an electrically operated ash 
disposal plant. and new ashpits, these im- 
portant new works now being in full opera- 
tion. 

The work was considerably hampered and 
delayed in the early stages of the work be- 
cause of running sand and soil difficulties 
which were encountered when excavating 
for foundations of the mechanical ash 
handling plant. 

A further much needed improvement is 
the provision of a 70-ft. turntable for loco- 
motives which will be equipped with a 
vacuum tractor for turning the locomotives. 
Substantial progress has been made in the 
construction of this turntable, but it will 
be some months yet before it is in opera- 
tion. It was necessary to divert a large 
drain before construction work could be 
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and now the necess piled foun- 
dations are being provided 

The comprehensive 
mechanical equipment at the 
Motive Power Depot not only 


Started 


new 
Dunfermline 


Incorporates 


Bi aa. 
scheme of 








the replacing of an old type of manual 
locomotive coaling stage by the latest elec- 
trically operated plant replacing of 
old-fashioned means of locomotive ash dis- 
posal by a modern electrically powered 
ish elevator, and the provision of a new 
locomotive turntable, but Iso. includes 
‘eral improvements to ¢ lighting 

roughout the depot and electric drive fo 
the machine tools 

Phe contractors for the coaling and ash 
disposal plants were Henry Lees & Co 
Ltd., Motherwell, and for the 70-ft. turn 
tables, ashpit. retaining walls, and so on 
the firm of Ivan Tait, Edinburg! 


Joint Engineering Conference 
in London 


A joint engineering conference will | 
held at the Institution of Civil Engineers, 
the Institution of Mechanical Enginee 
ind the Institution of Electrical Engineers 
from Monday. June 4. to Friday, June 15 
The conference will be opened by the Lord 
President of the Council in the Great Hall 
of the Institution of Civil Engineers at 3 p.m. 
on June 4. Technical sess s will be heid 
during the mornings ds ifteriioons 





at the three Institutions and an 
programme of works visits 
tions has been arran 


interesting 


nd social func- 





ged 


Advance copies of the papers to be read, 
which will cover a wide field, together with 
the full conference programme. may be 
obtained from the office of the Secretariat 


it the Institution of Civil Engineers, Great 
George Street. London, §.W.1. and after the 
the papers gether with the 
discussions, will be printed in- eleven 
separate parts: 1. Formal proceedings and 
general summary. 2. Railways 3. Sea 
Transport. 4. Power S. Aviation 6. 
Engineering education and practical train- 
ing 7. Road transport 8. Telecom- 
munications. 9. Public health in municipal 
engineering, water supply. and sewerage. 
10. Gas industry plant, mining. and ste 
works plant. 11. Electric measurements. 
television, cables, lighting, and mining. 


conference 








2apers on Railway Subjects 

On June 5, at 10 a.m., 
read at the Institution of ¢ 
on Railways (Civil Engineering) by Lt.- 
Colonel H. B. Everard. Chief Office: 
Engineering (Maintenance), Railway Execu- 
tive, on the subject of Permanent Way 
Developments in Great Britain“: by Mr. D. 
Anderson, of Messrs. Mott. Hay & Ander- 


papers will be 
ivil Engineers 


son, Consulting Engineers. on “ Under 
ground Railway Planning and Construc- 
tion”; and by Mr. J. S. Campbell. 
Assistant (Bridges) to the Chief Officer. 
Engineering (Works), Railway Executive. 


on * Railway Bridges.” 

On the following day, June 6, Mr. R. A 
Riddles, Member of the Railway Executive. 
will present a paper entitled ~ Railway 
Mechanical Engineering.” at the morning 
technical session starting at 10 a.m.: while 
on June 7 at 10 am. Mr. C. M. Coch, 
formerly Chief Electrical Engineer, Rail- 
way Executive. and now General Manager, 
Traction Department. English Electric Co. 
Ltd.. will deal with the subject of * Electric 
Traction and Signalling.” 

The subject of engineering education will 
be dealt with during the morning session 
it the Institution of Civil Engineers on 
June 13. Professor J. F. Baker wiil read a 
paper entitled “The Development and 
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Trend of University Education in | 
and Dr. H. L. Haslegrave will 


eering ” 


with “ The Contribution of the Tec! | 
Colleges.” The same afternoon Mr. H 3 
Harding will speak on The Prac 
Training of Civil Engineers” and 
Arthur P. M. Fleming on “ The Pra 
Training of Mechanical and Elect 
Engineers.” 

Works visits w include the Batt 
Power Station of the British Elec 
Authority, the electrical switchgear \ 
it’ Willesden of the British Thon 
Houston Co. Ltd.. the C.A.V. 1 


works at Acton, the Wembley lamp fac 


of the General Electric Co. Ltd., the ¢ 
repair works of the London Trat 
Executive at Chiswick. and the | 
underground retiway repair works 
Acton. the A.F.C Limited work 
Southall. the Erith works of British | 
lated Callender’s Cables Limited, and 


Woolwich works of Siemens Bros. & 


Ltd 


Parliamentary Notes 
British Transport Commission Bill 
Che British 


was read a second 
Lords on May 9. 


Commission | 
in the House 


Transport 


time 


Helicopter Station at Charing Cross 

Mr. N. N. Dodds (Dartford—Lab.) 
May 9 asked the Parliamentary Secret 
to the Ministry of Civil Aviation, in \ 
of the development of a twin-engine he 
copter, what consideration would be gis 
to siting a helicopter passenger 
over Charing Cross Railway Station 

Mr. Frank Beswick (Parliamentary S 
retary to the Ministry of Civil Aviat 
said that, provisionally, cross-country he 
Goptel were considered by 1 
Government to be more urgent than those 
radiating from London. He would, how 
ever. be glad to discuss the matter 


Stat 


services 


Questions in Parliament 

Fares for Service Personnel 

Major John Morrison (Salisbury—C.) « 
May 4 asked the Minister of Defence what 
were the special rates for rail transport fo 
Service personnel agreed between the Se 
vice Departments and the B.T.C. 

Mr. E. Shinwell, in a written 
stated: The special rates for Service pe 
sonnel traffic agreed between the Service 
Departments and the railway companies 
under Section 6 of the Cheap Trains Act 
1883, have been in operation since Decen 
ber, 1932. The rates are based upon the 
payment of half the public fare in respect 
of a single journey, and the full public 
fare for a single journey in respect of 
return journey. As a matter of accounting 
convenience, the railway regions now 
charge the Se#vice Departments an ave 
age fare for each journey irrespective of 
the distance. 


answe 


Passenger Fares 


Mr. Leslie Hale (West Oldham—tLab.) 
on May 7 asked the Minister of Transpor' 
whether he was aware of the hardship 


which an increase in passenger fares would 
cause to many sections of the community 

Mr. Alfred Barnes stated in a written 
answer: | assume that Mr. Hale has in 
mind the proposals in the draft passenge! 
charges scheme which the B.T.C. has sub 
mitted to the Transport Tribunal. The 
actual levels of fares under the scheme 
will not be known until it has been settled 
by the Tribunal after a public inquiry. The 
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tion of the Transport Act is that 
s of the services provided by the 


( nission should pay an economic price 
them, and I see no justification for 
ting from this principle, 


fronsport Charges Scheme 
4. Edward Davies (North Stoke-on- 
Lab.) on May 7 asked the Minister 
whether he would formulate 
terim transport charges scheme prior 
introduction of the full scheme as 
ed under the Transport Act, 1947; 
f so. when it would commence to 


ransport 


te 
Alfred Barnes: No. 1 have n¢ 
to formulate charges schemes undet 
Act. The duty of preparing 
and of submitting them to 
Tribunal for confirmation 1s 


[ransport 
schemes 
transport 


d by the Act on the B.T.( 
Railway Employees’ Gratuities 
William Bennett (Woodside. Glas 
C.) on Ap! | 26 asked the Char cellor 
e Exchequer if the Treasury made 
ssessment for income tax purposes on 
g ties earned by railway employees 
Douglas Jay (Financial Secretary to 





stated 
tux 
Revenue 


Preasury) in insWwel 
gratuities i 
he law and the 





to income 
Inland 
secure that tax ts charged 


ding.\ 
aing 


Concessions to Government Departments 


lajor John Morrison (Salisbury—C.) on 
26 asked the Financ Secretary to 
Treasury what was the total amount 
e individual amounts for each chiet 
Department of State. paid to the B.T.C 
950-51 for ra { sport ot CIV 
on official business. and to wh 
that traffic was paid fo spec 
\! Douglas Jay stated in written 
Government Departments have 
nv vears. in the interest of economy 
use of the concessions fo bulk 
W ich aupel ile Slt yectl to certa } 
ions. also in the case of traders and 
empiovees TFave | ) dt ness 


First Aid Equipment in Trains 
iptain Peter Thorneveroft (Monmout! 
) on April 23 asked the Secretary of 
State for the Home Department if he would 





consider amending his regulations to enable 

B.T.C. to carry morphia in addition 
first aid equipment tn all trains 

Mir. Geoffrey de Freitas (Parliamentary 

Under Secretary of State for the Home 


written answer to this 


No. 


Department) in a 
stion stated 
Steel Supplies 
Mr. Maurice Edelman (North Coventry 
Lab.) on April 23 asked the Minister of 
Supply (1) what was the present short-fall 
American sheet-steel deliveries to 
Britain, and (2) what representations he had 
de to the American suppliers of sheet- 
steel on contract to Great Britain to ensure 
supplies were delivered as contracted. 
Vir. George Strauss (Minister of Supply). 
in a written answer, stated: The present 
shortfall in deliveries of steel sheet from 
{ U.S.A. is 19.500 tons In addition, 
orders have been placed for 30,000 tons of 
rolled coil for delivery between now 
d the end of the year. The orders are 
commercial transactions between the British 
Iron & Steel Corporation and individual 
el companies in the United States and I 
ve therefore made no representations to 
suppliers. 
Mr. Maurice Edelman also asked whether 
e Minister would make representations 


THE 


to the 


Mr 
No 


age of 


RAILN 


International 
to assure that steel supplies produced by 
its members are fairly allocated. 


Strauss stated in a 


1Y GAZETTE 
Materials 


Conference 


written answer: 


The main difficulties arise from short 


particulat 


materials 


used in steel- 


making and certain studies in this field are 


tlready 


being 


carried 


out by the Inter- 


national Materials Conference in Washing 
ton and by other bodies 





Contracts & Tenders 











The order for third class coaches and 
two spare bogies which. as recorded in 
our April 6 issue, has been placed with 
the Metropolitan-Cammell Carriage & 
Wuagon Co. Ltd. by the Egyptian Govern- 
nent s been increased to 48 coaches 
and fou spare bogies As revised the 
order is for 24 vehicles with buffet com- 
partments and 24 with brake compart- 
ments 

The Queensland Government Railways 
Nave recently placed the following con 
tracts 

Glouce Railway Car & W Ci 
Ltd OOo wi low d 126 
EJS 

Metropolitan-Camn Ca & W 
Co. Lid 1.000) for Vheel low-sid \ n 
vr EJS 

The English Elec Co. Ltd 10 Co-Co 
diesel-electric locomotives The to 
wel will be 90 tons I maximun | 
) ind le locon Ves na a | 
ylind V engine. supercharged, designed 
) Cit SOO D n { tudes ( CNL 

SOO ad np i s ) XEee¢ 
R5° Ea} 

Au in G Electric. Pty. Lid } 
] c C ocon S I I ves 
vil n } Cit I c 
( ) An 

B sh Railways yndon M R 

nl eV ) 1 | ? 

Dawnavs I 3 sea, S.W.11 

( ( | e 

ds 





Mr. A. Lane, 


hea 


569 
Harland & Wolff Limited. North Wool- 
wich, London, S.E.16, for the supply. delivery 
and erecuion of the steelwork for a new roof 





covering over the main store and metal stores. 
ind ew chain store, at Bow locomotive 
works 

Sritish Challenge Glazing Co. Ltd.. Strat- 
ford, E.1S, for the re-covering of the roof 


vith pate Queens Park Stauion 
W. H. Heywood & Co. Lid 


S.W.1., for patent 


lazing at 
Westminster, 
glazing in connection with 


the re-covering of Southport Chapel Sireet 
Station root 

Robertso Building Service 1 ~=Wolver- 
hampton Corrugated fron Co. Ltd., Ellesmere 
Port, Wirral, Cheshire. fer protective metal 
sheeting in connection with the re-covering of 





) 
( 


Southport Chapel Street Static ot 
( & YT. Painters Limited Hurlesden 
N.W.10.. for labour for the cleaning and 


c 
forms 1-8 of 






painting of the ool ove plat 

Broad Street passenger station 
Demclition &  Constructio Co Lid 

S.W.1 for the 


removal of the existing cove 

Ing, provision of fire resisting safety sheets 
cleaning gutters, erecting barriers and tem- 
| iy protection in cennectu vith the re 
covering of Liverpool Exchange Station roof 
It has been stated in the Board of Trade, 


Commercial Relations & Export Depart- 


nent. Snecial Register Information Service 


that the United Kingdom Trade Commis- 
sioner at Delhi has reported that the 
Director General of Supplies & Disposals, 


Railway Stores Directorate New Delhi, 
has issued a call for tenders for the supply 
of the following equipment 


Brake Beam B.G. Complete to L.R-.S 


Drawing No. WA-139 alt. 3 40 
Beam Vacuum Brake (Wagons) t 

B.N.R. C.M.I Draw No. 7867 

(D.G.1. « S. No. 2015 2) 
Beam Vacuum Brake (Ca ives) to 

B.N.R. C.M.EJs Diawing No. 7849 

tem B(D.G.1. & S. N 2014) 200 


Tenders should) reach the Director 


General of Supplies & Disposals by 4 p.m 
on June 14. 195] \ copy of the tender 
documents is available for inspection by 
epresentatives of United Kingdom manu 
facturers at the Commercial Relations & 
Exports Denartment. Board of Trade. 


S.W.I. 


London, 


Presentation to Mr. A. Lane 





who retired recently as Chief of Police, Souzh Western Area, 
British Transport Commission, receiving a presentation from Mr. K. W. C. Grand, 
Chief Regional Officer, Western Region, on May 8 








Notes and News 


Required.— An 
draughtsman 


Draughtsman 


ocomotive 


Locomotive 
expe rienced 


about 35 years of age, is required by the 
Yorkshire Engine Co. Ltd., Sheffield. See 
Official Notices on page 571 

Works Manager Required.—A — works 
manager. familiar with locomotive repair 
and maintenance. including boiler repairs 
and rebuilding. is required for the South 
of Spa See Official Notices on page 
S71 


North Eastern Region Cup Final Specials. 

For the F.A. Cup Final between New 
castle United and Blackpool, at Wembley 
on April 26. the North Eastern Region ran 
18 special trains, The 16 trains which ran 
f 


from Tyneside carried 7.675 passengers 






Indian Train On Fire. It is reported that 
four persons were burnt to death and 10 
injured when a coach of it Calcutta 
Bombay mail train caught fire on May I1 


ibout 250 miles from Nagput 


the fire is not yet Known 


at Bilaspur 


Phe cause of 


Works Manager (Deputy General Man- 
ager) Required—A works = manager 
(deputy general manager) between 36 and 
48 years of age. is required for a large 


works engaged in steam locomo 
tive and other heavy engineering construc 


tion. See Official Notices on page 57] 


OVePrseas 


German Exports to Hungary Cancelled. 

According to an agency message the West 
German Government has cancelled export 
to Hungary of 4.050 tons of rails. A total 
of 1,050 tons on 75 railway wagons is held 
it) = =Furth-am-Wald, near the Czech- 
German ftrontier. Another 250 wagons, 
carrying the other 3,000 tons of rails. were 
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l ‘ 


intercepted and turned back by Govern- 
ment officials at Nuremberg and QOsna- 
bruck. The Economic Affairs Office of 
the American High Commission in Ger 
many said the consignment was properly 


licensed by a West Germa licensing 
igency, but it Allied and German 


authorities took this action because the 


is stated 


shipment was deemed inadvisable 


Foreign Railways Investment Trust 
Limited. —The name of the Foreign Rail- 
ways Investment Trust Limited is to be 
changed to Caledonia Investments. Appl 
cation has been made to the London Stock 
Exchange for permission to deal in and 


guotation fo! 


t | n 1 
tock and it 


£596,326 \ 


Is proposed 


preference 


to consolidate the 


ind “B™ ordinary stock into a 
single cluss of £1.500.000 ordinary stock 
Hartlepools Docks Improyvement.—The 
British Transport Commission has ap 
proved a recommendation of the Docks & 
Inland Waterways Executive for the 
reconstruction of the lightening berth at 
the Old Harbour, Hartlenools Docks, at 
an estimated cost of 330,000 When 
completed. the scheme will provide 
nodernised accommodation and _ facilities 


for the larger ships now being used for the 


conveyance of timber and iron ore—the 

two principal trades at Hartlepools Docks 
ind will facilitate the turnround of the 

vessels. 

Stephenson Locomotive Society.—Follow- 

ing a successful tour of railways in the 

Glasgow district last year. the Stephenson 


Locomotive Society held the first of two 
similar outings on April 28 The tour 
started from South Queensferry, near Edin 
burgh. at 2.30 p.m. and the journey to 
Glencorse was via Dalmeny = Junction. 


Danish Royal Visit to London 





Mr. C. P..Hopkins, Chief Regional Officer, Southern Region (centre), accompanied 

by Mr. Chapman, Stationmaster, Victoria (left), receiving Princess Elizabeth at 

Victoria Station on May 8, on the occasion of the State visit of the King and 
Queen of Denmark 


May 18. 19 


Kirkliston, Ratho (Lower), and ¢ e 
Junction. On the return journey n 
Glencorse the route was via M 

Niddrie South Junction. Portobello 5- 
hill Junction, Lochend Junction id 
London Road Junction to Edi oh 
(Waverley), where the party of abou: [00 
passengers detrained at 5.7 p.m e 
Society is sponsoring a further to n 
September | in the Paisley-Ba | 
Johnstone districts, over sections 

former Caledonian and Glasgow & 


Western Railways. 


London Transport Coaches for Lo: jon 
Yfours.—The first of the new * RI 
sightseeing coaches were put into 


by London Transport on Whit M 


on City and West End and London 
tours. These coaches are equipped 
ioudspeakers and hand microphone 

use by guides. Eight of these tou 
Operate from Victoria Coach St 
throughout the summer. 

Churchill Machine Tool Co. Ltd. 
trading profit and other income ot ¢ 
Churchill Machine Tool Co. Ltd. amouned 
in 1950 to £408,269 as compared 
£291.759 in the previous year. Ge 
reserve takes £20,000. which is the e 
as for the previous twelve months. while 
plant and = replacement reserve tikes 
£100,000 against £50,000. A sun 
{49.185 is carried forward as comp 
with £50,702 in 1949, 

Weed Killing Train in Action. ¢ 


London Midland Region of British R 
ways has just begun an all-out attack on 


weeds by sending out its special train to 
tour the track. It will spray over 100,000 
gal. of solution as it moves along. The 
train comprises an engine, tank wagons 
cont Lining weed killer, sleeping and dining 
coaches for the staff, and a set of six 
adjustable self-cleaning jets giving | 

brella sprays in the form of rain. The 


maximum speed of the train is 25 m.p.! 


Scottish Region International Football 
lraffic—For the international football 
match at Hampden Park, Glasgow, on 


May 12, between Scotland and Denmark 
the Scottish Region of British Railways 1 
a special service of trains from Glasgow 


Central Station to Mount Florida every 
few minutes from 1.40 until 2.40 p 
returning from Mount Florida after the 
match. Specials were also run fri 


Greenock. Port Glasgow. Johnstone, and 
Paisley direct to Mount Florida, and from 
Hamilton, Coatbridge, Bellshill, Wishaw 
Motherwell, and other stations in Lana 
shire direct to King’s Park. 


North Eastern Region First Aid Finals. 
On May 5. the finals of British Railways 


North Eastern Region, First Aid Compe 
tition for 1951 took place in the Railw 
Institute, York. Eliminating contests be 


tween teams in the nine Districts through 
out the Region had previously been held 
and at the finals, which included individual 
as well as team tests. the winners were the 
Dewsbury Team. with York C, & W. No. | 
Team runners up. Other teams taking part 
in the final contest were from Wakefield. 
Bradford, Starbeck, Middlesbrough, Da 

lington and Newcastle. Mr. H. A. Short. 
Chief Regional Officer, presided at the 
distribution of the awards and the presen- 
tations were made by Mrs. Short. 


Dunlop Rubber Co. Ltd.: Increase in 
Profits.—The Dunlop Rubber Co. Ltd 
announces that, subject to completion of 
audit, the consolidated operating profit of 
the group for 1950, before tax payment. 
was £17.620.116, against £9,480,850. The 
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] {OR Traffic Officials with railway traffic appren- R EQUIRED Works Manager (Deput Ge ‘ E XP ERIENCI D Locomotive Draughtsman required 
‘ hip experience Age about 25, single, re- Manager) for lar yverseas works engaged i r Yorkshire Engine Co. Ltd., Sheffield Age 
service on railways in Peru and Bolivia stcam COMOTIVE 1 Give fu particulars of training and 
¢ etary of THE PERUVIAN CORPORATION struct senior Xperience 
44, Leadenhall Street, London, E.C.3 € € : work 
shops ? all ASDA ts of UW ANTED for South Spain Assistant Works 
| SALLI 1 in é “oS ‘ xt Manager App ws must be thoroughly 
s 10 tons 1 n 7 Writ ’ m ‘ COMOTIVE xair and maintenance, in- 
Hexagon Bolts 1 Nuts fiden 1, experic: \ ding boiler repairs and rebuilding. Salary £750 
litt 1S cwt l n 2 16 pt > BOX 4 c year id fre 1OUSIN Applicants should state 
dition Write Box 84, Th I I iN whether married or single, and married, number 
I Su I j S.W.1 id es ot ¢ fret Write giving full details of 
1 tion an 7 to Box J.‘ 34 » STREETS 
PAGET * LOCOMOTIVE, Hitherto une "TRANSPORT ADMINISTRATION IN | TROP! ONE surnoubsheeisinch 
ied etal f Sir Cecil P cts her Al EPENDENCIES By crs Vv. O 
s Eight single-act t h Bulk ‘BA M.I.Mech E th chapters RAILWAY MAINTENANCE PROBLEMS By 
\ ition of t I \ ntin 1s Mc dd i H \ jul te District Engineer, L.M.S.R.) 
en ocomot Oo ration Ernest J F.C.5S V b rmatior With much sound advice 
Cla M.B.I Reprinted Chief Account N G nent | pon the upkeep of permanent way. Cloth, 8} in 
1 R Gazett 2, 1945 1 s Medium 8 f Pr vy 5}. in. 82 pp. Diagrams. Ss. By post 5s. 3d 
Pe y. 3d Gazette B st 2 The | ( The Ra ( I Street, London 
S ondon Tothill Su I SW. S.W.1 
figures include the operating profit the crop and thereby caused disruption in £1,665, there remained £9,919. A dividend 
ibsidiaries in Germany and Japan. the normal movement of traffic There- of 5 per cent. is to be paid on both the 
crediting abnormal items and charg- fore heavy forwardings were handled preference and ordinary shares and £3,000 
depreciation, the group net profit towards the end of the season and the s to be placed to general reserve 
e tax was £13.754.753, as compared despatch of approximately 200.000 tons 
{6,327.995. The ordinary dividend was concentrated into the period from Finals in Western Region First Aid Com- 
er cent.. plus a bonus of 2} per cent... February to April. petition.— The teams which gained the first 
capital as recently increased by the nine places in the semi-finals of the 
of 13.412.837 new ordinary shares of Road Accidents in March.—Ministry of Western Region First Aid Competition 
Sd. at 13s. 4d. a share. For 1949 the Transport returns show that road casua competed in the Final Competition held 
dend was 12 per cent. and the bonus ties in Great Britain in March totalled n the Porchester Hall, Paddington, on 
cent 16.442, including 404 killed and 4,027 seri May |. The tests were set by Doctor R. A. 
ously and 12,011 slightly injured Ihe Dench, Doctor W. I M. Bigby, and 
Ihree-Head Locomotive Frame Slotter for March figures for the first time since the Doctor C. T. Newnham, and a large num- 
India.—In our April 20 issue there was a war exceed the total for the last corre- ber of spectators. including Officers of the 
cription of locomotive frame slotter sponding month before the war (March. Railway Executive and the Western Re 
vufactured by Craven Bros. (Man 1939) which was 15,854 he increase is gion, witnessed the contest. The subse- 
ster) Ltd. for the Indian Government probably due to the incidence of Easter quent presentation of prizes and trophies 
comotive Works at Chittaranjan. The in March. whereas in 1939 it fell April. was presided over by Mr. K. W. C. Grand, 
eral proportions and design features of Chief Regional Officer, and the presenta- 
s machine were developed by Craven Derwent Valley Light Railway Company. tions were made to the winning team by 
Bros. (Manchester) Ltd. in collaboration The accounts of the Derwent Valley Mrs. Grand. The result of the test was as 
th. and to the inspection of, the Con- Light Railway Company for the year follows: Swindon “A” (Winners of Chal- 
ting Engineers. Messrs Rendel. ended December 31. 1950. show a total lenge Shield) 529. Bristol D.O.S.O. 
Palmer & Tritton tonnage of 93,922 or a decrease of 8.901 (Winners of Carvell Cup). 5214: Taunton, 
tons as compared with the previous year. 471; Newport “ A.” 466: Hereford Barton, 
North Eastern Region Whitsun Trains.— Traffics showing increases included sugar 444: Cardiff Docks. 440: Barry. 4363: 
feature of the 226 special excursion beet, 11,695 tons against 7.461 tons. and Ystalyfera. 433: Banbury * A.” 4264 The 
ins in the programme of the North potatoes 4.001 tons against 3.847 tons. Henry Butt Bowl was presented to the 
Eastern Region of British Railways for Gross receipts were £19,765, against Banbury “B” team, which secured the 
Whitsun was that 35 of them were “guar- £23,390. and expenditure £16.124 as com-_ highest position in Class 2 in this year's 
teed and private provided sufficient pared with £17,835 he net revenue for competitions 4 vote of thanks to the 
ssengers were forthcoming. In this cate- the year was £9.660. and. after adding the adjudicators, patients and ogher helpers 
y there was a pilgrimage train on balance brought forward of £1,924 and was proposed by Mr. R. Burgoyne, Re- 
Sunday from Leeds and the West Riding deducting interest paid on debenture stock, gional Staff Officer. and to Mr. and Mrs. 
Holywell. North Wales; five special 
ns carried girl guides to Durham for a 
ly; and an excursion ran from New- 
‘tle to Northern Ireland. Other special 


118 to the seaside. 23 

ace meciings, and 50 from town to 
wh. A total of 317 special trains was 
n during the holiday period and seat 
servations were provided on 21 
Ins. 


cursions included 


reliel 


Scottish Seed Potato  Traftic.—Nearly 
60.000 tons of seed potatoes were loaded 

stations in Scotland from the start of 
e season until the end of April. Traffic 
‘iginated mainly north of the Forth, 
vhile the heaviest volume of despatches 
is concentrated in the Perth area, the 
srincipal stream being to I incolnshire and 
the Eastern Counties of England. Over 
‘00 special trains with bulk loads were run 
a the East Coast route to the Eastern 
Region for distribution from Whitemoor, 
Peterborough, and Spalding, while other 
necial services were provided to Lincoln. 


Boston, and Doncaster, and to Wales and 
the West of England, via Carlisle. Six 
special trains, with seed potatoes speci 


uly packed and boxed for export to South 
\frica, were run to Southampton, and one 
to Merseyside. Bad weather conditions 
dversely interfered with the dressing of 





Mrs. Grand presenting the Challenge 
Western Region first aid competition (see paragraph above) 


Shield to Swindon ‘“‘A” team in the 








972 
Grand by Mr. J. R. Dixon, Captain of the 
winning team The Swindon “A™ and 
Bristol D.O.S.O. teams are representing 
the Region in the British Railways & 


London Transport (Railways) National 
Competition, which being held in the 
Central Hall. Westminster, today. May 18 


IS 


Lightalloys Limited: Dividends.—The direc 
tors of l ighta loys Limited have decla ed 


an interim dividend of 3d. a share less 
income tax. 
Central Uruguay Railway Company of 


\ general meeting 
Central Uruguay 

Monte Video 
Plate House 


Monte Video Limited. 
of the members of the 
Railway Company of 
Limited will be held at River 
12-13, South Place. E.C.?,. May 29 
12.15 p.m The meeting will have 
account laid before it showing how. the 


winding-up has been conducted during the 


on 


year ended February * 23. 1951 nd 
hear any explanations th ma 

given by the liquidators. and will fix 
remuneration of the liquidators 

London Transport Central and Metro- 
politan Line Mishaps.—Following 


Londor 


ne Was 


Mile End substation the 
Executive Central Li 


failure 


Transport 


it 





closed east of Liverpoo Street fror 

11.05 am. on May 15 Twenty-th 

stations were affected d lol il se cc 

was restored at 12.52 p.n The followin 

day two cars of a northbound t I 

ling on the Metrovolitan Line bec ed 

railed between Kilburn and Willesd 

Green and fouled both northbound t 

there were no injuries 

Craven Bros. (Manchester) Ltd.—Mr. J. R 

Greenwood, Chairman of Craven Bros 

(Manchester) Ltd recen 

annual meeting of t t prof 

on Operations dul ended 

December 31. 1950 

crease of 68.538 « d 

profits for last owin 

for taxation provision vritt 

back ast yea he crease Tor the 

was £54,928. The'meet declared 

dividend on t ordinat stock of 10 € 

cent.. less tax. making 15 per cent. f 

ye leaving a Db we Of £50,302 to b 

carried forward, thus making the ¢ 

forward to next year £295,034 I 

report and accounts were dopted 

Forthcoming Meetings 

May 18 (Fri.) to 23 (Wed.).—Permanent 
Way Institution, annual summer c¢ 
vention at The Hague, Holland 

May 18 (Fri.) to 23 (Wed.).—Railway 
Students’ Association, London Schoo 
of Economics & Political Scienc 
annual convention in Paris 

May 19 (Sat.).—lIrish Ratlway Record 
Society visit to Dundalk Work 
G.N.R. (1.) 

May 22 (Tuwe.) to 24 (Thu.).—Institutio 


of Locomotive Engineers, summe 


meeting. 


May 23 (Wed.).—Road Haulage Associa- 
tion annual luncheon at Grosvenor 
House, Park Lane, London, W.1, at 
12.30 for 1 p.m. Principal guest, 


Viscount Swinton 

May 23 (Wed.). Institution of E 
Engineers, Savoy Place, London, 
W.C.2, at 5.30 p.m. “* Hydro-Electric 
Power Development in Scotland,” by 
Sir Edward MacColl. 

May 27 (Sun.).—British Railways, Southern 
Region, Lecture & Debating Society. 
visit to the News Chronicle, at 9 p.m. 


ectrical 
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\ substantial business has again been Terminal 5 per cent. debentures were 
ansacted in stock markets, with the and the ordinary units Is. 3d 
emphasis Once more on industrial shares. Antofagasta ordinary and prefer 
buying being rather more selective than have been steadier at and 53} re 
ecently, with good gains among shares tively. The preference stock gives a gen 
se dividends are due to be announced yield on the basis of their fixed 
dt the next few weeks [he prevall- cent, cumulative dividend: bearing t 
n that the latter w include mind, and also the remaining arrea 
number of increases. but with dividend, this IS, perhaps, the 
nal in their present optimistic mood, attractive of the remaining stocks i 
( itions are often pitched too high. foreign railway market Nitrate 
Results coming to hand show a substantia shares were 22s. 6d. and Taltal s 
se in ea § due in many cases to the 18s. 3d. Manila \ °° bonds Kept 
vy eXpansion 1 eXport market business and the preference shares at 7s In 
ist. year directions San Paulo 10s. units 
ihe gher dividends which ure now I4s. 9d. and Brazil Rail bonds 4! Bo 
} | lly require only a very “CC” debentures were 58 and | G 
part tne net profits rd represent ordinary SLOCK 84 Mexican Ce 
licy of Moderation because allocations “A bonds were 63. Business arou 
eserve are ve substan frequently has been marked in Chilian Northe 
ibsorbing half the net prof Results of per cent. debentures. Canadian Pac 
Vickers give an lustration of current attracted a fair amount of profit ta 
ends Fotal group profits ive risen Which brought the price back to 55 
R from £8.125.028 f 1949 to 4 per cent. preference stock was 73 
{9.055.675 for 1950. of ch depreciat on the 4 per cent. debentures 95 
kes £1.174,.469, taxation Ss muc as There has been a good deal of bus 
5.43 ving net profits of £2.838.074 in engineering and allied shares helpe 
1950, compared with £2.712.193 for the good impression created by the fina 
19 e dividend is sed from 64 per esults that have come to hand. Babc 
c 12! per ce ( 323.804 goes & Wilcox at 82s. 3d. remained unde 
serves lo reference id ordinary Influence of the big profit increase 
dends eat 18 863 id higher dividend. while Guest Kee 
73 I8 is c “d d. compared 63s. 3d. were again active on the nere 
INRO6HO ( The div dend p ment ind the specia Ss. dist 
I ed to th ¢ which ruled rising from compensation for nationa 
; 100 ‘ : us which steel assets rl. W. Ward at 75s 
ef od p ‘ suffered | reflected ithe profit taking follo 
Pe S n ) e Te tnei OlY Ise \ ICARCTS Lis c ne 
Sc fter the recent yurt I fir 
| dy with s nd profit expansion created 
¢ nd unm npress but there was ; 
i { | H Oe ntme that the report makes 
s ed » 1d tne c ition of W the compensation 
¢ s sik £15.000.000 for nationalisation En 
ce news « Steel is to be dk vill I iS ec 
Or ( ) to tobou Ss eC tl ordin: in 
Cy net L« ( R S Nuve Vickers and there nopes oO spc 
ered tl rate set eturn of some 
K nd at Wi negotiations To 
ne ome mon C take VE I NLus Slee 
ni COl ected C olders itcome Of wh 
\ Ne Ve c C wa ted By 
Ss urre m e below hands around 3 
X pected t le S Ket Value motive were 
prob R p When 31s. 3d.. Glouces 
dem 1 f ageve i ps mingham 2 
eopoldin ordin d hands 62s. 6d.. Charle 
ound 0 « Irel s 26 tl Re s Ss. sh 
lraffic Table of Overseas and Foreign Railways 
Ration fa Aggregate traff jat 
i M a = Total 
To Inc. or dec > crease ¢ 
his year with -is49 50 > 1950 51 eee 
e £ £ £ £ 
: 4.5.51 88 890 28750 18 | 872 240 731,17 
7 Ma 1951 c462 742 528 918 39 c8 838 481 cl.242 019 
E a) Mar 195] 34.235 14 231 13 108 108 18,363 
4 Mar 195] $1,204,396 $106082 13 $3 753 109 $25 54€ 
c 2 4 4.5.51 £243 895 #74776 43 49 060 681 42 609 22¢ 
O) . 1,050 Ap 195] $7.726 000 $3,463 090 43 $76 397 000 $18 736,942 
3% B ar 6 A 1951 Bs. 16036,000 - Bs.5.871,500 43 Bs. 126,503,000 Bs. 28.991 ,33 
Salvador ) Mar 1951 236,000 c69,000 39 c1,563,000 87,00 
5 \Taltal Mar 1951 $2,091,357 $308,104 39 $14,688,148 $2 46 | ,28+ 
w ) Canadian National+ 23,473 Mar 1951 17,554,000 2,599,000 13 47,640,000 8.750 006 
Canadian Pacific 17,037 Mar., 1951 11,502,000 759,000 13 32,736,000 5,010,001 
[Earp Light* 167 Mar. 1951 33,150 3.420 52 350,745 3,22! 
¥ Egyptian Delta 607 10.10.50 18.245 1.296 28 319,911 24,005 
o } Gold Coast 536 Feb 1951 277.776 42991 48 2,852 499 303 61 
. Mid. of W. Australia 277 Feb... 195! 39 170 8636 35 316 384 74.289 
> | South Africa 13,347 7.4.51 1,892 119 422 781 | 1,892,119 422,78! 
Victoria 4,744 Jan 195] 1,990,981 9278 3) 





* Receipts are calculated at Is. 6d. to the rupee 


+ Calculated at $3 to£l 





